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A CONTINENTAL TANK LOCOMOTIVE. 


We reproduce from the London Engineer an illustra- 
tion of a tank goods engine built by the Societe de St. 
Leonard, at Liege, from the designs of M. H. J. Vassen, 
for the Liegeois Railway. Its principal dimensions are: 
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A CHAPTER ON RAILROAD ACCIDENTS. 


BY WM. 8. HUNTINGTON. 





To say that all railroad accidents can be prevented 
would be putting the thing rather too strong; 
but to say that a large portion of them may be 
avoided would not be extravagant. Railroad accidents 
are of different classes, so to speak, and there are some 
classes of accidents which may all, or nearly all, be pre- 
vented by means within the power of every railroad 
company. And there is one class, apparently caused by 
acts of Providence, which cannot be prevented by any 
human power or forethought. In the latter class may be 
reckoned such as are caused by sudden and severe 
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diameter of cylinders, 18.11 inches; stroke of piston 
24.016 inches; diameter of driving wheels, 4 feet, 2.8 
inches ; diameter of leading wheels, 2 feet, 11.48 inches. 








A Commercial Problem. 


A glance at a statement of the Eastward movement of 
flour and grain from the three principal lake ports for 
ee week ending July 9th, published in our commercial 
partment, ought to be sufficient to induce every grain 
dealer in the city to attend the Rochester Canal Con- 
vention on the 15th. Of the total amount of wheat, 
770,638 bushels, shipped from Chicago, Milwaukee and 
Toledo by water for the week, 321,900 bushels is des- 
tined to pass through the Welland Canal; and of this 
last amount nearly 200,000 bushels is consigned to Cana- 
dian ports and will ultimately reach Montreal through 
the St. Lawrence River. In addition to that significant 
fact, there were 2,347 barrels of flour and 40,269 bushels 
of corn shipped to Port Huron, and 13,956 bushels of 


corn to Sarnia, all destined to go through to Montreal 
in bond via Grand Trunk Railway. 

If the people of this State do not bestir themselves 
in the matter of retaining our commerce,, it is only a 
question of time when our more ae neighbors 
will have diverted our entire trade. A few years ago 
the trade referred to above was scarcely worth taking 
into consideration, and now it amounts to nearly fifty 
pee cent. of that which reaches tide water through the 

tate of New York.—Buffalo Oommercial Advertiser. 











the disaster was owing to gross carelessness on the part 
of some one and charge the officers of the road with 
the blame. 


The daily papers throughout the country have of late, 
or in fact for years past, been very severe on the rail- 
road managers in their accounts of what they usually 
term “the last railroad murder.” In many cases, how- 
ever, they are none too severe; and altogether it would 
not be fair to suppose that any railroad manager would 
be guilty of willful murder, yet the frequency of acci- 
dents on some roads makes it appear that they have lit- 
tle regard for human life, or the interest of the road 
they manage. But it would be well for newspaper men 
to bear in mind that in railway operations, as in every 
other business, accidents wid happen in spite of every 
effort to prevent them; and in such cases it is hardly 
worth their while to occupy two or three columns in 
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Tank Goods Locomotive, Chemin de Fer Liegeois. 


storms, which tear away embankments or precipitate 
rocks and earth upon the track in deep cuttings or on 
mountain sides. This class of accidents has been pre- 
viously mentioned, or rather, track-men have been cau- 
tioned to be vigilant in case of storms, and prevent acci- 
dents as far as possible by giving warning to trains in 
case of danger. There are, however, cases when it 
would seem that the utmost vigilance on the part of 
track-men would not prevent disaster. Many times 
men have been sent over the road, to see that all was 
safe, just before a train was due, when yet during ‘the 
short space of time between his passing a certain point 
and finding it safe and the time for the arrival of the 
train at that point, a violent storm has swept away the 
track, and the train has been precipitated into an 
awful chasm. Accidents of this kind are not unfre- 
quent, and there does not seem to be any way 
of preventing them except by stationing men 
along the line in places where such accidents 
might occurs, to warn trains of danger. This has been 
and is now practiced on some roads, yet notwithstand- 
ing this precaution, accidents of this kind have occurred. 
The illustrated newspapers have interested the public 
on many occasions with engravings of frightful disas- 
ters of this kind, taken from a sketch made on the spot 
by “our special artist.” These illustrations are usually 
accompanied with a very minute discription of the catas- 
-rophe and generally wind up with the statement tha 
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abusing the manager of a railroad. All such disasters 
as are caused by act of Providence, of course, cannot be 
prevented by any human agency, and no one should 
be blamed for them. Among these may be classed 
such as are caused by tornadoes, lightning, and those 
sudden and awful rain storms that sometimes visit vari- 
ous parts of the country and destroy hundreds of feet of 
embankment in a few moments. Fires may, under some 
circumstances, be properly put in this class of accidents, 
and there is another grade of this class, viz: the break- 
ing of wheels, axles, &., which cannot always be 
avoided. Although they may have been selected with 
great care and thoroughly tested in regard to their 
strength, they will at times give way without any ap- 
parent cause. Such accidents may be classed as unavoid- 
able, and no one can fairly be blamed under such cir- 
cumstances. A jury would be justified in calling it an 
“ act of Providence.” There are other acts of a kindred 
nature which may also be classed as unavoidable, such 
as the breaking of car couplings, for instance. It is 
generally the custom to make car couplings of sufficient 
strength to withstand a much heavier strain than they 
are ever expected to be subjected to. This is done as a 
measure of safety, and the idea is correct; but the con- 
stant friction to which the links are exposed will, after 
a time, wear them so as to weaken them to such an ex- 
tent that they frequently fail to bear the strain im- 
posed upon them. Trains have parted while ascending 
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a heavy grade, when, if there was no brakeman 
on the detached cars, they would of course run back 
down the incline. Then if a train is following, 
there is likely to be a collision. These accidents 
have been rather more numerous than is generally 
supposed. Years ago accidents of this kind were more 
frequent than now, as there is a general rule adopted on 
all roads to station a brakeman on the rear car to prevent 
accidents of this kind. This precaution does not always 
prevent collisions, for the reason that there are often so 
many cars on the detached portion of the train that one 
brakeman cannot control them, and the train following, 
running a little closer to the train ahead than the orders 
allow, a collision is the result. In this case it may be 
said that the accident is clearly the result of carelessness, 
and in some cases that is the real cause of the accident. 
The rear brakeman, by leaving his post for a short time 
to have a friendly chat with his next brakeman, may be 
and has been, the cause of much mischief. It not un- 
frequently happens that a coupling link works the pin 
out when the train is on a descending grade, and thus 
the train is divided. This cannot be charged to careless- 
ness, but if any thing serious results it is very likely to 
be so charged, or charged to neglect, which amounts to 
very much the same thing. Of course no amount of 
care and attention would prevent the pin working out, 
but it might prevent serious results from it. In regard 
to the breaking of links, that, no doubt, is in most cases 
due to their becoming much worn and bent and twisted, 
which weakens them to such an extent that they are un- 
safe. Doubtless many accidents are caused by using 
links in this condition. As soon as a link shows the least 
sign of weakness, it should be laid aside. 
COLLISIONS. 

This class of accidents (for they occur in so many dif- 
ferent ways that they may be properly styled a class) 
may be said to be avoidable; yet in may cases it would 
seem that they are one of those mysterious affairs which 
nothing could prevent. A misunderstanding between 
train men and others interested in the running of trains 
is the most common cause of collision, and when there 
is a direct misunderstanding, and all parties work up 
to what they really suppose to be right, it would, per- 
haps, be unfair to charge the accident resulting to care- 
lessness or neglect; yet there must have been an over- 
sight somewhere. ' 

There is an important difference between oversight 
and willful neglect. As collisions occur on some of the 
most carefully managed roads in the country, it seems 
that they are, under some circumstances, unavoidable. 
At the present day, however, such accidents are less 
frequent than formerly. There are obvious reasons for 
this, which will be ;apparent to any railroad man on 
giving the matter a little thought. 

There is now and then an account in the newspapers 
of a frightful collision on some of the old roads, but this 
class of accidents is mostly confined to new roads, where 
no regular system of operating has yet been established, 
and where there are ballast trains, etc., running, which 
are very likely to be out of time, or where they should 
not be on when regular trains are due. With few ex- 
ceptions, the most frequent and destructive collisions 
occur ,on new roads, by gravel trains getting in the way 
of regular trains, and sheer carelessness or stupidity in 
such cases is the cause of the disaster. This class of 
accidents cannot be attributed to the mysterious acts of 
Providence. Any accident that is caused by ignorance; or 
neglect, or stupidity may be avoided. If superintendents 
of railroads would exercise more caution in the selection or 
appointment of men to responsible positions (and what 
position is not a responsible one?) there would be fewer 
collisions. It has become the custom of late, with most 
railroad companies, to put acertain class of foreigners 
in positions which, for the profitable management of 
the business, require more intelligence than they gener- 
ally possess. There are men of this class in charge of 
working trains on many roads who can scarcely tell the 
time by a watch. This is a specimen of the “ economy” 
before mentioned, and probably no one has practiced 
this kindof economy for any length of time, who has not 
seen that it is not the right kind. Probably there have 
been more collisions on account of gravel or wood trains 
being out of place than from any other cause, and it is 
therefore important that none but intelligent, wide- 
awake men be put in charge of working trains. 

In regard to that class of collisions which may be con- 
sidered unavoidable, it may be proper to mention 
here that many serious collisions have occurred 
in time of heavy fog, when, in the night, a light eould 
be seen a sufficient distance to prevent collision, in case 
anything should happen to a train which has a train 
following. Of course if the leading train, on meeting 
with an accident, were to send a light back far enough, 
it would prevent collision, if-the light could be seen at 
all; but when a following train runs rather close to the 
leading one, there would Lardly be time enough, after a 





serious accident, to send a light back far enough in time 
to prevent a collision. There are various ways in which 
a collision might occur in time of a fog, when, if the 
weather had been clear, it would not have happened. 
There isa well managed road in one of the Middle 
States on which an accident never occurred, save one; 
that is to say, no collisions, run-offs, or anything of the 
kind ever happened. The road bad been in operation 
for about twenty years, and not a passenger was ever 
killed or injured. When all at once, first-class smash- 
ups occurred, partly in consequence of a misunder- 
standing, and partly because of a thick fog which was 
prevailing at the time. It was usual for an express 
train to arrive at the terminal station, when another 
fast train pulled out and went over the road in the 
opposite direction. Four miles from the terminal 


station was another station, where, on _ certain 
occasions, if the train coming in was a little 
late, the two trains would meet. On the _ oc- 


casion referred to the train coming in was only a trifle 
late, so that it was concluded to proceed to the next sta- 
tion. The conductor of the train going out had by some 
means got the idea that he was to meet the train at the 
station before mentioned, and the conductor of the train 
going in understood that he was to reach the terminal 
station as soon as possible. The consequence was that 
the trains met with a fearful crash. As the engineer of 
each train was making his best time to get to the station 
before the other train came out, the trains met at a fear- 
ful velocity ; probably there was never before a collision 
between two trains running at so high a velocity; yet, 
strange as it may seem, the loss of life was but trifling, 
compared to that occasioned by other accidents of the 
kind, although both trains were fearfully wrecked, and 
there was a severe loss to the company. In this case it 
was argued that the conductors of both trains were to 
blame, yet they were guided by exactly the same rules 
that they had been practicing for years with success. 
The main point in the argument for the defence was the 
fog. It is doubtful, under the circumstances, whether 
those trains could have been run in a clear day at the 
same velocity, without coming in contact. But it is not 
our province here to discuss questions of this nature, 
and this accident was referred to merely for the purpose 
of showing that accidents of that kind will occur in spite 
of all precautions to prevent them. 
[TO BE CONTINUED. ] 


A Mountain Railway in Hungary. 











The Hungarian correspondent of the London Times 
has sent to that journal the following interesting account 
of a cheaply constructed railway in Silesia: 

At a moment when the construction of cheap railways 
has received a new impulse through the Fairlie system, 
your readers may be interested in hearing of a new in- 
vention in this direction by a Hungarian gentleman, Mr. 
Lopresti, which was rote | a few days ago, and with 
complete success. 

There has been, indeed, for the last two years, a trial 
line, after this system, in use on the property of Arch- 
duke Albrecht, near Teschen, in Silesia; but, being only 
about 2,000 yards in length, it gave no measure of the 
applicability of the system on a larger scale. 

nthe northeastern part of Hungary the crown has 
the extensive domoin of Diriggoi, occupying a great por- 
tion of the slopes and valleys of Pike Mountain chain, 
one of the three detached ranges of mountains in the 
heart of Hungary. The chief wealth of this domain 
consists of the fine oak and beech woods, which. have 
been, however, hitherto so badly managed that they not 
only yielded no revenue, but scarcely paid their cost. 
Since the Hungarian Ministry was constituted, Mr. 
Lonyay, the Minister of Finance, has directed his special 
attention to these crown domains. One of his creations 
on this field is the extension of the primitive iron works 
of Diriggoi into a large establishment for the manufac 
ture of refined iron. Partly to supply fuel for this, and 
partly to facilitate the transport of the wood into the 
neighboring country of the Theiss, a line of about five 
English miles in length has been constructed on one 
of the mountain valleys to the top of the ridge. The 
tracks were so wretched and steep, and the line so much 
curved, that it was quite impossible to bring down the 
wood by ordinary means without enormous expense. So 
on this point the new system had been tried. 

The line requires no permanent way at all. Square 
beams of oak 8 inches high and 14 inches broad are laid 
on the ground, and only at rare intervals, where the 
great unevenness of the ground absolutely requires it, 
cross sleepers are laid under it. Each of these longitudinal 
beams has a length of 18 feet; on the two edges of the 
beams are the rails, which are only 2inches broad, and 
so thin that they weigh but 1 tt. per foot. These beams 
and rails may be taken up at any moment, and the rail- 
way thus relaid whenever it is required. The trucks 
run on two pairs of wheels 8 inchss in diameter; the 
bodies of the trucks are about three times the width of 
the rails, and are placed so low on the wheels that they 
have just room to pass over them. This, in itself, bring- 
ing the weight down so near the line is a great guarantee 
against any accident arising from the narrowness of the 
gauge and the severity of the curves. Beside this, 
there is a double brake on each truck, the ordinary 
brake, and then, before and behind, a couple of side 
wheels running outside the gauge, which may be 
pressed against the sides. All these precautions are taken 


to insure against any overturning, for on parts of the line 
about half of the truck is hanging over precipices, and 
running at the rate of some twenty to thirty miles an 
hour down hill. 

The top of the mountain ridge is some 700 feet above 
the level of the valley, where the works are; for about 
one-third of the distance of five English miles the 
gradient is but slight—1 or 2in 100: but, further, there 
are gradients of not less than 1 in 16, and that for con- 
siderable distances. Even bolder are the curves. The 
line winds along the sides of hills so small that there are 
curves of a radius of 12 yards, and those of 20 to 22 
yards radius follow each other in quick succession. The 
trucks are taken up empty by horses, and when fillod 
are allowed to come down by their own impetus. The 
arrangement of the weight and the system _ of brakes is 
so perfect that the train may be stopped when on a 
gradient of 1 in 7, and going at the rate of 20 or 30 miles 
an hour, within 6 to 8 yards. The five miles cost £2000, 
and after the experience now gained the work may be 
done for about £200 per mile. . 

As you may gather from the foregoing description, 
the object of the line in the present instance is traffic 
one way. And already, in this respect, it is invaluable 
in a country like reere aw f which possesses great min- 
eral wealth and forests of inestimable value, which will 
become accessible at a small cost by these means, where- 
as otherwise they would be either altogether lost, or at 
least imperfectly got at. 

According to the calculations made since the line was 
openec, the square measure of wood, the transport of 
which cost from 4 to 5 florins, and at times could not 
even be transported for that sum, can now be sent down 
for less than one-half, and in this the sinking fund for 
the money invested is included. As soon as the woods 
along the line are cut down the line will be taken up 
and relaid elsewhere. 

But the invention is but half complete, for the inven- 
tor has likewise designed a locomotive for his line, which 
will dispense with the application of horse power, and 
will give the invention its full value. He has not had 
the means of constructing his locomotive, but now a 
company is to be formed, which will carry out on a 
large scale what answers so well on a small one. Incom- 
plete as the system is up to the present moment, it is al- 
ready of great value to Hungary. There are miles and 
miles of mountain forest which decay for want of means 
of transport, and which may be utilized by this system. 
The Direction of the State domains has already decided 
to apply the system to several other domains, and others 
will no doubt follow. But the utility of this new system 
is not confined to mountain districts. There are those 
immense Hungarian alluvial plains, where for miles and 
miles not a trace of stone is found, and where an ordi- 
nary road in some cases costs as much as an ordinary 
railway, and is then not of much use in autumn and 
and spring. So desperate is the case, that in some in- 
stances people have been driven to adopt the so-called 
clinker, or paved brick road. The laying down of lines 
on the Lopresti system would almost amount to the 
same sum as for the transport of the road metal for the 
regular road. 








The Proposed New Dayton & Cincinnati Railroad. 





We published last week an announcement of a com- 
bination of railroad men representing the New York 
Central, the Lake Shore & Michigan Southern, the Cleve- 
land, Columbus, Cincinnati & Indianapolis, the Cincinnati 
Sandusky & Cleveland, and the Indianapolis, Cincinnati 
& Lafayette companies, for the purpose of building a 
new railroad from Dayton to Cincinnati. The Cincin- 
nati Railroad Record makes the following comments on 
the scheme and its promoters: 


The above is a special dispatch to the Cincinnati Ga- 
zette, and from the character of the parties engaged in 
the meeting, it is evident that they “mean something.” 
Still, it is a very ee ae affair in some respects. 
In the first place, Jacob W. Pierce and Rush R. Sloan, 
of the Cincinnati, Sandusky & Cleveland road, but a 
few days ago concluded a contract with the magnates of 
the New York Central to do their Cincinnati business 
over their road via Clyde, thus taking it away from Selah 
Chamberlain, of the Cleveland, Columbus, Cincinnati & 
Indianapolis Railroad; Mr. Sloan evidently expecting 
to do the business over the Cincinnati, Hamilton & Day- 
ton road under their present contract. This, however, 
will not be permitted bythe Erie, who have a sort of prior 
claim on the track of the Cincinnati, Hamilton & Dayton. 
It is understood now that they will, for the present, do the 
business over their line from Springfield via Xenia and 
the Little Miami Road. The New York Central business 
has heretofore been done over the Cleveland, Columbus, 
Cinncinnati & Indianapolis to Columbus and the Litéle 
Miami; the latter road has recently passed into the con- 
trol of the Pennsylvania Central, and hence supposed to 
be inimicable to the interests of the Cleveland, Colum- 
bus, Cincinnati & Indianapolis as well as the New York 
Central. We cannot see what is the advantage gained 
by the New York Central, in sending the business ™4@ 
Clyde, on the Cincinnati, Sandusky & Cleveland and 
the Little Miami, over the old route via Cleveland, Col- 
umbus and the Little Miami road. Are they not still at 
the mercy of the Pennsylvania road, just the same? 

But why this harmony between the Cincinnati, San- 
dusky & Cleveland and the Little Miami for business 
from Clyde and Springfield to Cincinnati, and the appa- 
rent “ bad blood ” in constructing the parallel road from 
London to Columbus? the completion of which we un- 
derstand is assured by this arrangement. This would be 
square competition to the Little Miami! Possibly, in 
their modesty, they propose to use the track of the Lit- 
tle Miami for their construction trains! This surpasses 
Barnum’s “ happy family.” 

Besides, what course will the Hon. Rush R. Sloan, 
President of the Cincinnati, Sandusky & Cleveland Rail- 
road, and his company pursue in reference to his suit 





now pending before our courts, for the recovery of the 
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rincipal and interest of the bonds of the Dayton Short 
Fine road held by them, and agreed to be surrendered as 
part of the purchase price of the right of way and other 
interests of that corporation between Dayton and 
Sharon, when the Cincinnati, San & Cleveland 
company was operating under the title of the Dayton & 
Eastern Railroad, and under which name they issued a 
large stock and bond list, some of which is still in circu- 
lation; they actually did a large amount of work on the 
route, all which was abandoned on the completion of 
their contract with the Cincinnati, Hamilton & Dayton, 
and they then turned around and sued for the cash paid 
and the value of the bonds and the accumulated inte- 
rest. They are now going to build the road. The man- 
agers of the Cincinnati, Sandusky & Cleveland evident- 
ly intend to be on the safe side of the game, for they 
only play “heads I win, tails you lose!” 

But then it is “an ill wind that blows nobody an 

ood,” and we have full faith that if our friend R. M. 
Shoemaker takes the contract to make the line, ;it will 
not only be built in an inconceivably short time, but he 
will “make something handsome” out of it. So mote 
it be! 








The International Bridge at Buffalo. 


The following is the text of the International Bridge 
Act amended by the Senate and passed by both Houses 
of Congress: 


Anact to authorize the construction and maintenance of a 
bridge across the Niagara River. 

SECTION 1. Be it enacted by the Senate and House of Rep- 
resentatives of the United States of America in Congress as- 
sembied. That any bridge and its appurtenances which shall 
be constructed across the Niagara River, from the city of 
Buffalo, New York, to Canada, in pursuance of the provisions 
of an act of the Legislature of the State of New York, enti- 
tled “‘ An act to incorporate the International Bridge Com- 
pany,” passed April the seventeenth, one thousand eight 
hundred and fifty-seven, or of any act or acts of said Legisla- 
ture now in force amending the same, shall be lawful struc- 
tures, and shall be so held and taken, and are hereby author- 
ized to be constructed and maintained as provided by said act 
and such amendments thereto, anything in the law or laws of 
the United States to the contrary notwithstanding, and such 
bridge shall be, and is hereby declared to be an established 
post road for the mails of the United States; but this act 
shall net be construed to authorize the construction ot any 
bridge which shall not permit the free navigation of said 
river to substantially the same extent as would be enjoyed 
under the provisions of said act and the amendments thereto, 
heretofore enacted and now in force. Provided, nevertheless, 
that the location of any bridge, the construction of which is 
hereby authorized, shall be subject to the approval of the 
Secretary of War, but not to be located south of Squaw 
Island. And provided further, that such bridge shall have at 
least two draws of not less than one hundred and sixty feet 
in width in the clear between the piers, which shall be located 
at the point best calculated to accommodate the commerce 
of said river, and the piers of said bridge shall be parallel to 
the current of said river. 

Sec. 2. And be it further enacted, that the bridge herein 
named shall be subject in its construction to the supervision 
of the Secretary of War of the United States, to whom the 
plans and specifications relative to its construction shall be 
submitted for approval; and all railway companies desir- 
ing to use the said bridge shall have and be entitled to equal 
pe im and privileges in the passage of the same, and the use 
of the machinery and fixtures thereof, and of all the ap- 
proaches thereto, under and upon such terms and conditions 
as shall be published by the District Court of the United 
States for the Northern District of New York, upon —- 
the allegations and proofs of the parties, in ease they sha 
not agree. 

Src. 3. And be it further enacted, that the right to alter 
or amend this act so as to prevent or remove all material ob- 
structions to the navigation of the said river by the construc- 
tion of the said bridge is hereby expressly reserved. 








The Hannibal Bridge. 


At 4 o’clock yesterday afternoon the location of the 
great bridge over the Mississippi, at Hannibal, was 
determined upon, and henceforth the energies of the 
engineers will be exclusively devoted to its construc- 
tion. 

The bridge is to strike the western bluff ata point 
1,100 feet above Soap Hollow, and run thence directl 
across the river to the Illinois shore, at right angles with 
the current. The distance from shore to shore is 1,580 
feet, and the structure will consist of eight iron spans, 
resting on nine massive pieces of masonry. 

The first span (counting from the western bank) will 
be 250 feet; the second and third will be draw-spans, 
each 100 feet in the clear; the fourth span will be 250 
feet, and the fifth, sixth, seventh, and eighth will be 180 
feet each. 

The first piece of masonry, or the western abutment, 

will of course be built upon a rock foundation; the 
second, or first pier proper, will be built on solid rock 
atadepth of twenty-three feet below low water; the 
second, or draw pier, is to rest onthe rock twenty-eight 
feet below low water; the third pier will rest on piles 
driven to the rock, and all the others, including the 
eastern abutment, will be built on piles driven twenty 
feet into the sand, and thoroughly protected with rip- 
raps. All the piers are to be of the best cut masonry, 
and the design is somewhat unique and very pretty. 
Some idea of their magnitude may be had from the fact 
that the draw pier alone will contain 2,000 tons of ma- 
sonry. 
_ In front, or above the draw pier is to be an immense 
ice-breaker, a timber structure 94 feet long and 82 feet 
wide, which will contain seven thousand tons of rip-rap. 
This monster will be built on shore, floated into position, 
sunk to the rock bottom and “loaded.” The largest 
steamer may dash herself to-pieces against it, but will 
never move it. 

The bridge is to bea Byrne oe er,” commonly 
known as the Pratt truss, entirely of iron, save the ties 
and stringers, and will be ten feet in the clear above high 
water mark. A rolling load 2,500 pounds to the square 
foot, will not depress such a structure over one and five- 
—— inches in the centre of a span. The cont: 
which will be let within a week, requires that the work 








shall be ready for the track within eighteen months, and 
it is confidently expected that but fifteen months will be 

uisite. The plans and specifications were forwarded 
to New York to-day. 

The draw is to be worked by a small steam engine, and 
it is claimed that, so perfect will be its adjustment, 
that two men can open or close it in one minute when 
there is no wind. 

But how to get through, over or around the huge 
rock bluff on the western bank—the summit of which is 
150 feet above the river, at the present stage? This has 
been definitely decided upon. Future travelers, after 
crossing the magnificent bridge from the Illinois shore, 
will dash at once into Cimmerian darkness, and after 
threading a nine-degree curve for 350 feet, through a tun- 
nel twenty feet high and eighteen feet wide, cut through 
solid rock and faced with solid masonry, will emerge, 
cross the northern branch of the Soap Hollow Ravine, 
skirt the bluff southwardly, cross the southern branch, 
shoot through a thirty feet cut in the bluff, south of the 

wder magazine, and find themselves gliding along the 
bank of the river to the levee. 

From the west the bridge will be approached on a 
descending grade of seventeen feet to the mile; and from 
the east on an ascending and equal grade, over an em- 
bankment. 

At present stage the greatest depth of water in the 
channel is 30 feet, and the velocity of the current is 244 
miles per hour. 

On Tuesday it was thought Soap Hollow would be 
the objective point off this side of the river, but more 
careful surveys proved it to be impracticable. 

Mr. Warren Colburn, consulting engineer, states that 
it is possible the company may yet consent to build a 
wagon bridge. The additional cost, of course, cannot be 

iven, but a rough estimate might be set down at 
75,000.—Hannibal Courier, July 7. 








Farewell Address of President L’Hommedieu. 





A special meeting of the Board of Directors of the Cin- 
cinnati, Hamilton & Dayton Railroad Company was held 
on Monday, July 4, the day on which the resignation of 
Mr. L. Hommedieu was to take effect. 

The board having been called to order, and the heads 
of the various department present, Mr. L. Hommedieu 
in the chair for the last time, read to them the following 
farewell, after which he conducted his successor, D. Mc- 
Laren, Esq., to his vacated post : 

Presipent’s Orrice, C. H. & D. R. R. Company, ' 
Concinnatt, July 4, 1870. { 
Gentlemen of the Board of Directors and Heads of De. 
partments of the Cincinnati, Hamilton & Dayton Rail- 
road Company. 

I have called#you together this morning for the pur- 

e of bidding good-bye to you on this last day of my 
residency, and on the eve of my departure for Europe. 

It is both a pleasant and painful occasion to me. Pain- 
ful to dissolve my intimate connection with you, and to 
surrender to the keeping of others the trust long ago 
committed to me, and to fulfill which has cost me years 
of labor and anxious thought; but pleasant for the recol- 
lection of the many years we have labored — to 
achieve the same objects, working in full harmony, 
“ shoulder to shoulder,” and the final success that has 
crowned our efforts. 

Pleasant to know that the Cincinnati, Hamilton & 
Dayton road has conferred benefits upon its stockholders, 
upon the cities of Cincinnati, Hamilton and Dayton, in 
honor of which it was named, and upon all the interven- 
ing country, which it has made more productive 
and beautiful than the valleys of the Napa and San 
Jose, and filled with a population prosperous, refined, 
intelligent and happy, requiring a train of cars to be run 
almost every hour in the day, where in the beginning of 
our enterprise a stage coach sufficed for all its wants. 

Pleasant to know that so many of our officers and 
employes, who were engaged with me twenty years 
ago, have proven efficient and faithful to their trusts, 
and have earned and are receiving the confidence of the 
stockholders and community at large. Pleasant to know 
that their integrity and experience has fitted them for 
higher positions than they at first occupied; and pleas- 
ant to realize that we have stockholders disposed to 
reward long and faithful services by the selection of 
those who have grown up with the road for its future 
management. 

I congratulate you on your selection of Mr: D. Mc- 
Laren as my successor in the Presidency. He is a man 
of great railroad experience and ability, whose judg. 
ment in selecting and directing men has been fully 
demonstrated by the manner in which the various duties 
of his several departments have ever been performed. 
To him, and to Mr. F. H. Short, our Secretary and 
Treasurer, as well as to you all, am I largely indebted 
for whatever success has been attained by me in build- 
ing up the business and prosperity of our road. The 
have earned the positions they now occupy. That their 
future will be as fully rewarded as their past, I have not 
a doubt Very truly, yours, 

8. 8S. L’HomMeEpteEv, President. 








The Suspension Bridge & Erie Junction Railway. 





This is the name of the road about which so much has 
latterly been said, to be constructed for the pu of 
connecting the Erie Railway with Niagara Falls, Sus- 

ension Bridge, the Great Western of Canada, etc. Some 
Frets recently obtained in relation to this new enterprise 
will be of general interest. First, we give a list of the 
Directors of the road, as follows: 

Directors—Wm. M. Tweed, Jas. Fisk, Jr., Henry Harley, 
A. 8. Divan, E. A. Buck, Wm. R. Barr, B. W. Blanchard, Ed- 
win Eldridge, H. N. Otis, Hugh Smith, Henry Thompson, 
Charles G. Sisson, and O. H. P. Archer. 

The following gentlemen are the officers elected, viz : 

President—Edwin Eldridge, of Elmira. 

Vice-P resident—A. 8. Diven, of New York. 

Secretary—H Thompson, of New York. 

Treasurer—O. H. P. Archer, of New York. 





This new road will leave the Erie Railway track at a 
point two miles from the depot of the company on Ex- 
change street, and cross Batavia street near the Pine 
Hill cemetery ; thence proceeding northwesterly, it will 
cross Main street a few rods beyond, or northeast of, the 
old Burt Scott homestead, where a depot will be erected 
on the property of Mr. M. B. Sherwood. From this 
point the road will proceed in a direct line to Tona- 
wanda, crossing the creek about one hundred rods north 
of the old Canandagua Railroad bridge. Thence to 
Niagara Falls—a distance of eight miles—the track will 


run nearly parallel with that of the Central road; and 
thence to —— Bridge through lands owned b 
Horace Day, Esq., and others; and there connect wit 


the Great Western Railway of Canada. 

The contract for ing, masonry, bridging, &c., has 
been let to Messrs. Harris, Bros. & Co., of Springfield, 
Mass., to be completed in one hundred days from the 
830th of June last. 

The road is to be laid with three rails, so as to con- 
form with the gauges of the Erie, N. Y. Central, and 
and the third rail of the Great Western. The iron for 
the whole length of the new road has been contracted 
for, and will be delivered immediately. The spikes have 
also been purchased, from Messrs. Pratt & Co., of this 


city. 

On the ist inst., work was first commenced upon the 
roa, on the old Burt Scott place where a large force of 
men have been operating, and where will be required 
about twelve thousand cubic yards of rock cutting. The 
company have secured the right of way for the distance 
of six miles, between Tonawanda and Niagara Falls, on 
which section another large force will be set at work 
next week. The remainder of the right of way has 
already been secured by purchase, or will be obtained 
without delay. 

The company confidently expects to have cars run- 
ning on the new road by the first day of December next. 
When completed, the “Suspension Bridge & Erie Junc- 
tion Railway” will, it is hardly necessary to state, be 
handed over to and constitute part of the Erie Railway. 
—Buffalo Commercial Advertiser. 








Suspension Bridges. 





There isa close resemblance in the relation of cast- 
iron bridges to railway traffic to that occupied by those 
of the hanging or suspension er The similarity is not, 
however, fully borne out, for in this country there are 
numerous bridges of cast iron, which have served the 
purposes of conveying locomotive traffic for many years, 
whereas there is not a single instance in which a suspen- 
sion bridge has done duty in that capacity. The differ- 
ence, therefore, is that the use of cast iron for railway 
bridges is restricted within narrow limits; that of the 
suspension principle prohibited altogether. Where the 
analogy exists most forcibly is in the reason or cause of 
this restriction and prohibition. It will be found to be 
identical in both instances and to have emanated from 
the circumstance of actual failure having attended both 
of these descriptions of structures in the early days of 
steam locomotion. Many may be inclined to argue that, 
bearing in mind the very imperfect manner in which 
the theory and practice of iron bridge construction was 
understood at that time, this circumstance is really of 
little value, and that the bridges may be more sinned 
against than sinning. It is possible that there may 
be some amount of truth in this argument, so far as 
regards the employment of cast iron, but it does 
not extend to suspension bridges. The complete 
unsuitability of that principle to the purposes of a heavy 
isochronously moving load was demonstrated too palpa- 
bly to allow of any hesitation respecting its rejection in 
future for that — In the early part of his profes- 
sional career Sir William Fairbairn was called upon to 
devise means for strengthening one of these suspension 
structures that had been erected on a line of railway. 
For this object a staging was erected, and piles driven 
into the ground, when the undulations into which the 
platform of the bridge was thrown by the passage of a 
train, caused so tremendous a vibration that it actually 
drew the piles out of the ground. The point worthy of 
notice in this failure presents an aspect different to that 
to which we shall presently draw attention when touch- 
ing upon cast-iron bridges. It indicates unmistakably 
the radical unsoundness of the principle when employed 
for the conveyance of loads that have a tendency not 
only to create but, in conjunction with the system of 
structure adopted, to accumulate vibration and oscilla- 
tion. This unfortunate predisposition to accumulate 
vibration a crescendo from a moving load is the bane of 
the suspension principle. If the cause, such as the 
measured tramp of a number of people, the march of 


troops, or the ge of cattle, be continued long 
enough, the bridge would infallibly yield to the disturb- 
ing action, and the chains give way. A suspension 


bridge may be said to contain in itself, by virtue of the 
principles which govern its construction, more than 
other description of bridges, the elements of self-destruc- 
tion. 

Let us now investigate a little the particulars of the 
failures that attended the employment of cast iron and 
have led to its partial abandonment by most engineers. 
The most notable failure of this kind that occurred was 
the giving way of a compound trussed cast-iron er 
carrying the railway over the River Dee, near Chester. 
This failure was of a different character to that we have 
mentioned attended the suspension bridge, and was un- 
doubtedly the result of an unscientific and oo 
method of construction. The span of the girder was 
somewhere about 90 ft., and as there was no precedent 
for erecting a simple cast-iron flanged girder over so 
great an interval it was determined to truss it with iron 
rods in a manner similar to that commonly done with 
balks of timber. Now a very little consideration of this 
combination will convince the most sceptical of its un- 
reliable and unsatisfactory nature. Theoretically, the 
girdes is in compression, while the rods forming the 
trusses are in tension, and the assumption is that when 
the former is strained to a certain extent the latter be- 
come so also, and thus relieve it of a certain amount of 
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strain, Were this actually the case in practice, and 
were also the extension and contraction of cast iron 
exactly identical with that of wrought, there would be 
no more to be said on the subject. The thing would be 
done, and the limit to which this combination would 
extend would be very considerable. To go a step 
further with this theoretical assumption, and suppose 
the compound girder to be rested up to the 
breaking weight it is taken for granted that at 
the moment the cast iron was yielding to the 
strain of compression to which it is subjected, the 
wrought-iron rods would also be on the point of being 
torn asunder by the tensile strain. This assumption is 
still more fallacious than the former, yet upon this is 
based the whole argument in favor of the employment 
of these compound girders. It is but right to remark 
that they are rarelv or never used now in any save very 
insignificant examples. As a result of this failure com- 
pound cast-iron girders stood condemned, and very 
justly too. But the result did not terminate here. In- 
stead of the condemnation extending only to such speci- 
mens of iron work as constituted that which failed, more 
or less suspicion was thrown upon the employment of 
cast iron for the purpose of railway traffic, whatever 
form the girders might take. Engineers began to be 
distrustful of a material that, unfortunately for its repu- 
tation, had failed in other instances and under different 
conditions than those alluded to, and hence many refused 
to employ it in cases for which it was not eminently 
adapted on the scores of simplicity and economy, but 
was unquestionably the proper matcrial to adopt. Those 
who are well acquainted with the specimens of cast iron 
construction that existed previous to the series of elabo- 
rate experiments undertaken by the late Mr. Eaton 
Hodgkinson, not only wili not wonder that they occa- 
sionally broke down but will be astonished how they 
managed to last the time that some of them have done. 
This is only accountable for by the fact that science was 
replaced by abundance of material. The designers were 
probably well aware of the futility of all their attempts 
to produce a correctly proportioned grinder, and they, 
consequently, resolved upon the wise course, under the 
circumstances, of making it big enough and heavy 
enough. 

While it must be admitted that hitherto there are not 

sufficient grounds to justify the adoption of suspension 
bridges in situations where the trafic is of the variable 
character mentioned above, it cannot be laid down asa 
law that they will never be capable of fulfilling that 
duty. If the tendency to oscillate in an increasing ratio 
could be checked something tangible would be effected. 
The fear of this is so well recognized in districts where 
suspension bridges are used for ordinary road traffic that 
when soldiers traverse it they are commanded to “take 
open order,” so as to destroy that regularity of step 
which has so dangerous an effect upon the structure. 
When causes so comparatively slight as these have to 
be taken into consideration it is easy to imagine what 
the disturbing influence of the regular violent hammer- 
ing of the driving wheels of a heavy locomotive would 
prove on & suspension bridge of long span. Reference 
is usually made when this subject is touched upon to the 
Niagara suspension bridge as a proof that this principle 
has been successfully applied to railway traffic. This 
argument is specious and shallow to the last degree. It 
is true that railway cars do creep across the Niagara 
bridge at about six miles an hour, but this does not con- 
stitute that bridge a railway bridge in the proper sense 
of the term. When a suspension bridge is erected over 
which a mail express can rush at a speed of fifty miles 
per hour, the problem will be solved, the present insur- 
mountable di culty overcome, and we shall have in 
reality a “ rigid suspension bridge.” In the eyes of Eng- 
lish engineers it is a mere farce to put forward the Niag- 
ara bridge as a successful example of the application of 
the acces principle to the conveyance of locomotive 
traflic. 

Besides the structure in such a mass of stays, struts, 
and braces above and below that it is scarcely possible to 
consider it in the light of a genuine set a etn bridge. 
In all probability the design was originally based on that 
principle, but the exigencies of actual practice required 
it to be so materially modified that it retains very few of 
its normal characteristics. There is no difficulty in de- 
signing a bridge on the suspension principle, and 
subsequently introducing such elements of trussing and 
bracing that may ultimately convert the whole structure 
into a girder bridge. This is really what occurs when a 
suspension bridge is stiffened to such a degree that it 
cannot possibly vibrate, oscillate, or deflect. But when 
this is ae rg not only is all the value of the 
principle nullified, but the amount of material required 
is & great deal more than what would suflice to build a 
bridge on another plan altogether. Unless the principle 
selected be all sufficient for the intended purpose, there 
is ae gained by introducing modifications which 
are & violation of it. It will be invariably found that if 
the principle upon which a bridge be designed be un- 
sound and inadequate for its duty, it is a very expensive 
and troublesome proceeding to add such an amount of 
stiffening and bracing as will enable it to fulfil satisfac- 
torily the object for which it was intended. Even 
supposing this to be accomplished effectually, the struc- 
ture will never be of a reliable character, for it will be 
depending not upon any recognized valid method of 
construction but upon a factitious arrangement of brac- 
ing and made-up contrivances that may by dint of 
ingenuity on the part of the designer answer the pur- 
pose temporarily, but cannot impart that permanent 
stability and strength which can only result from the 
proper combination of theory and practice, of science 
and experience. It would be too much to assert that 
suspension bridges will never be rendered available for 
the conveyance of railway traffic, but it is not too much 
to assert that the principle per se is not adopted to such 
purposes.—London Mechanics’ Magazine. 





Davenport & St. Paul, 
The first rail was laid on this road at Davenport on 
the 9th inst., and the work progresses rapidly. 


The Fairlie Engine. 





During last week a series of trials with the Fairlie 
engine “ Little Wonder,” running upon the Festiniog 
Railway, were commenced for the purpose of affording 
an opportunity to several gentlemen, representatives of 
the Public Works Department in India, of satisfying 
themselves of the merits of the system, especially upon 
narrow gauge railways as compared with engines of the 
ordinary type, represented on this occasion by the 
“Welsh Pony.” The trials included also an investiga- 
tion of the performance of the “Progress” upon the 
Mid Wales Railway, and of the “ Mountaineer” on the 
Burry Point and Gwendreth Valley Railway. The pro- 
gramme, in fact was very similar to that upon a previous 
occasion, when the Russian Railway Commission that 
recently visited this country, paid a visit to the Festiniog 
and Mid Wales Railway, and the visitors upon the 
present occasion expressed very similar opinions to those 
made public at the time to which we refer. 

The experiments commenced with some short trips, 
for the purpose of showing the superior steadiness and 
freedom from oscillation of the “Little Wonder,” after 
which the “ Welsh Pony” was started from Portmadoc 
with a train consisting of 77 loaded wagons, weighing, 
with passengers, 193 tons 13 cwt. 3 qr., the tare weight 
being 48 tons 5cwt. Adding the weight of the engine 
and tender (11 tons 5 cwt.) the gross total weight of the 
train was 204 tons 18 ewt. 3 qu., and its total length 711 
feet. The engine started with a steam of 140 tb., which 
had risen, at the foot of the embankment, to 150ib. The 
Minimum pressure during this run was 132 tb., and the 
pressure at stopping 138 Ib. The engine slipped slightly 
at starting, the weather being wet and the rails slippery. 
After passing over the incline of 1 in 85.55, the engine 
was soon pulled up by the load on a gradient of 1 in 100, 
the end part of the train being still on the steeper 
incline, and the whole train ona reserved curve. Thirty 
seven wagons were then detached, and the train then 
backed until it was altogether on an incline of 1 85.65. 
The total weight, inclusive of engine, was thus reduced 
to 112 tons 12 ewt. 3 qr., the tare weight of the wagons 
being 24 tons 17 cwt. 2 qr., and slates and passengers 76 
tons 10 cwt. The engine attempted to start with this 
load, with steam at 147 tb., but was unabletodoso. The 
regulator at this office was full open, and the wheels did 
not slip, proving there was no want of adhesion, for the 
engines having been more than once backed could not 
have been stuck upon their centres. Nine more wagons 
were then detached, reducing the total number to 31, and 
the total gross load to 90 tons 3 cwt. 3 qr. With this 
load, the “Welsh Pony” started with steam at 150 hb., 
slipping slightly. The maximum pressure was that just 
stated, and the minimum 125 tb., to which the steam fell 
immediately after stoking, whilst the pressure at stop- 
ping was 138 tb. The engine slipped several times 
during this experiment, and was stopped by signal after 
having gone 25 chains up the gradient of 1 m 90.51. 

The “ Little Wonder” was then again brought out, 
and started from Portmadoc with the same 77 loaded 
wagons and passengers, the gross weight of the train be- 
ing 213 tons, 3 cwt.3 qr., the difference being due to 
the weight of the engines, for whereas the “ Little Won- 
der,” in working order, weighs 1914¢ tons, the “ Welsh 
Pony” weighs only 10 tons. The pressure at starting 
was 150 ibs, which was the maximum pressure obtained. 
The minimum pressure during this experiment was 135 
lbs, which was also the pressure at stopping. The fire 
was stoked once only, and the train was stopped by sig- 
nal at the same place where the “Welsh Pony” was 
stopped in the immediately preceding experiment when 
drawing 31 wagons only, thus proving conclusively the 
superior power of the Farlie over the other engine; the 
weights which each succeeded in drawing up the same 
incline being respectively, as already stated, 213 tons, 
3 cwt., 3 qr., and 90 tons, 8 cwt., 3 qr., inclusive of en- 
gines. 

Subsequently, the “ Little Wonder ” started from Port- 
madoc with a gross load of 114 tons 14 cwt., and with 
a steam pressure of 160 tbs, she ran for a distance of 
134 miles, stopping at four stations on the way up. The 
maximum pressure attained at any time was 170 ibs, the 
minimum 136 lbs., and the pressure at finally stopping 
was 140 tbs. The length of the train was 1,245 ft. The 
steepest gradient.is one about 244 miles in length of 1 
in 79.82, following upon an incline nearly two miles in 
length of 1 in 82.71. Thesharpest curves are 134 chains 
radius, in lengths from 80 to 200 ft. The total time oc- 
cupied in performing the journey was 1 hour 74g minutes, 
and, exclusive of stoppages, 1 hour 1 minute. 

The trials.on the Festiniog wound up with another 
experiment with the “Welsh Pony,” and was under- 
taken, at the request of some of the gentlemen present, 
in order to see whether, when starting on the level with 
a train of 40 wagons, the “ Welsh Pony” could take the 
. train up the incline which she previously stuck at. For 
some reason, however, only 38 trucks were attached, the 
whole train weighing exclusive of the engine, 100 tons 5 
cwt. 3 qr. She started from Portmadoc with steam at 
140 lbs., which rose on the embankment to 145 lbs., 
which was the maximum attained. The injector was 
turned on when the steam was at 125 Ibs. and the 
pressure then fell to the minimum of 120 Ibs. At this 
moment the train was pulled up by the load whilst on 
a gradient of 1 in 90.51. 

After some experiments with the “Progress” on the 
Mid Wales Railway, several of the party left, and the 
remainder proceeded to Swansea, leaving that place on 
Monday morning for Burry Port, in order to test a new 
Fairlie engine, the “Mountaineer,” upon the Burry 
Port & Gwendreath Valley Railway. ‘rhis is a mineral 
line, constructed upon the bed of an old canal, and the 
curves had consequently to be made to suit the existing 
bridges. It consists of a continuous succession of sharp 
curves and steep gradients, the sharpest curve having a 
radius of 6 chains. The steepest gradient is 1 in 45, with 
the exception of a short piece, 130 yards in length at 
Burry Port, which is 1 in 30, and the easiest 1 in 309. 
The line is of standard gauge, laid on transverse sleepers, 
with flange rails, weighing about 42 Ibs., to the yard, and 
finished at the joints in the usual manner. 











, 


The “ Mountaineer” is a double bogie, with four cyl- 
inders, 10 in. in diameter, and with an 18 in. stroke. The 
bogie wheels are coupled, 3 ft.,6 in. in diameter. The 
wheel base of each bogie is 5 feet, and the total wheel 
base of the engine 21 ft. Weight of engine, 25 tons, 
The fuel employed is a bituminous house coal from the 
Broad Oak Golliery. On the first experiment the en- 
gine started with steam -at 160 tbs at the top of the 
steep incline, with a train consisting of 15 loaded wagons 
and one brake van, —| altogether 130 tons 1 ewt., 
exclusive of the engine. The engine drew this train 
easily up the inclines, but continued to lose steam very 
fast. The fire on starting was black and overcharged, 
notwithstanding which it was stoked nearly continuous- 
ly during the experiment, the fireman having been but 
recently engaged, and being consequently quite new to 
his work. The result was that the furnace beeame still 
further overcharged, and steam consequently was not 
= yerly maintained. In spite of these drawbacks, the 

oad was taken as far as 64 miles from the starting 
point, when, steam having fallen to 80 tbs, the engine 
was stopped in order to blow up a higher pressure. 

The journey was resumed with steam at 157 tbs and 
ended with steam at 80 tbs. The distance run was 
514 miles, making a total distance of 11144 miles; the 
whole line, with the exception of a few short pieces, be- 
ing a continuous succession of reverse curves of small 
radii. The furnaces being in the same bad condition as 
before, it was determined to run the train back and try 
the experiment over again, but on arriving at Burry 
Port it was found that two of the fire bars had been 
broken, and had dropped out. The bars were quickly 
replaced, but as it was necessary to rake out the fire in 
order to perform this operation, it was found that time 
would not admit of repeating the experiment. 

Steam having been again got up inthe “ Mountaineer” 
a further trial, with the same train was made of her 
haulage power up the incline of 1 in 30. The engine 
drew this train to the top of the incline when the pres- 
sure at stopping was 143 Ibs. It was then resolved to 
ascertain whether the engine could haul the same load 
up the incline when starting at its foot, being thus de- 
prived of the required momentum as in the previous 
experiments. A start was therefore effected whilst she 
was on the crossings, with steam at 160 tbs, but after 
proceeding half way up, and although sand was freely 
used, she slipped and was pulled up by the load.—Zn- 
gineering, June 24. 








Aspinwall and the Panama Railroad. 





The following is from a letter written from Aspinwall 
to the New York Hepress by a gentleman traveling from 
San Francisco to New York: 


Once on a time, Navy Bay, alias Colon, alias Aspin- 
wall, held out high, exciting, gratifying prospects, des- 
tined to be the key that should unlock the barriers be- 
tween the Eastern and the Western world. The best 
stock upon the face of this habitable globe was thought 
to be Panama Railway shares. So profitable was the 
road, owing to extortionate rates demanded for freight 
and passenger. transportation, that the directory fell into 
a state of fatal security. The freight tariffs of this road 
so nearly amounted to prohibition of commerce across 
the Isthmus as to hasten the completion of the Grand 
Pacific Railway, in the North, while Englishand French 
commerce, below the Equator, seeks an outlet through 
steam by way of the Straits of Magellan; and yet the sa- 
gacious Panama Railway Directors adhere to the delu- 
sion of dear freights and few of them. 

Meantime business in Aspinwall (Colon), and indeed 
the town itself, like Goldsmith's “ Deserted Village,” is 
going, if not quite gone yet, to the grand repository of 
lost things. The town site was bought by the steamship 
company directors, and twelve or fifteen years ago an 
important city then in embryo loomed up in the not dis- 
tant future. It certainly would seem from the appear- 
ance of trade and commerce at present, ascompared with 
the past, down this way, that enlightened managers of 
important companies do not always keep step with the 
march of events. They have managed for the day and 
its evils, but overlooked the future. Yet I may be mis- 
taken, and the directory may be far more expansive and 
longsighted than your correspondent. It may be highly 
politic to charge $25 for a ride of 47 miles on the Pana- 
ma Railroad; also a charge of 5 cents per pound for 
freight, but I cannot see it. It seems to me now, stop- 
ping in Aspinwall, Colon, or Navy Bay, whichever the 
public please to call it, that more, far more, trains should 
move over the road. A single car with half a dozen 
white faces inside at $25 fares cannot remunerate the 
company. Coal for steamers on the Pacific passes over 
this route ; those same ships ought to send back freight, 
coal being simply a means for facilitating commerce and 
not anend. If there is not freight and passengers to go 
by way of Panama, steamships will not for all time re- 
quire coal across the Isthmus. My own opinion is that 
the sooner the Isthmus road overtakes the spirit of this 
fast age, and actually learns that if it has gone fast asleep 
the outside world lives and moves, the better for stock- 
holders. 








Ladies in Sleeping Cars. 





We published last week the complaints of a lady con- 
cerning the lack of privacy of sleeping cars. On this 
subject: the Chicago Hoening Post comments, copying 
this paragraph : 

“Men will stalk up and down the cars in a negligent 
habit, but women will not. They join the curtains to- 
gether, undo a hook and eye, uniasten a lace, take out @ 
hair-pin, and after they are in bed, draw off their gaiters. 
Further they dare not venture, for if stone walls have 
ears, tapestry has eyes.” 

This shyness on the part of female travelers is doubt- 


less very natural and excusable; and bes if they would 
abate a little of it, they would enjoy their travels vastly 
better. Women journeying alone and un must 
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indeed feel much annoyance on retiring among so many 
“great big men;” and indeed it is a very bad way to 
travel, being unpleasant at the best. But wives or 
daughters, traveling with their natural protectors, need 
feel no such coyness. [N. B. If you don’t happen to 
have a husband in your possession, they can be obtained 
almost anywhere. It is better to be provided before set- 
ting out on a journey.] Our advice to all ladies travelin 
by sleeping car would be: Get a whole section in a good 
car; stick an extra pin or two into the heavy curtains. 
Nobody will then peer through, or in any way invade 
your privacy. Undo not only one lace of your corsets, 
put all of them, your traveling dress being first removed 
and hung comfortably upon the hook above; don, as 
quickly as possible, one of those neat little sacques or 
jackets which you always have rolled up in a corner of a 
satchel; let down your hair, as mentioned ; and don’t go 
to bed with your boots on, as the writer above quoted 
directs. In this wardrobe and a pair ofslippers, you may 
“stalk up and down the cars” with perfect innocence 
and impunity, unless, indeed, you be the veriest prude in 
Christendom. Of course, nobody expects a lady will 
sleep, or even do her toilet, in full dress; and no fellow- 
passenger will respect her a the less for taking rail- 
way life comfortably and philosophically. The two es- 
sentials of a comfortable night on the cars are, exclusion 
of dust and cinders, and an opportunity to stretch one’s 
limbs and remove as much as possible the constraint and 
contact of the day’s clothing. In fact, nine-tenths of 
what we call luxury on board these sleeping-cars, or 
“palace-cars,” is only the necessary provision for comfort, 
in these and other particulars. Of the cost of a Pullman 
car, probably not one thousand out of the twenty 
thousand dollars could be abated by simply making it 
plainer, without detracting from its comfort and con- 
venience; and the cost of hauling—an important item— 
is as expensive for a plain as for an elegant car. In our 
opinion, Pullman has done his part toward making the 
itinerant public as happy as they may be, on wheels; it 
remains for them to do their part. 








The Canada Southern Railway. 





Not one railway in Canada has been a success to those 
finding the capital, and the greatest of all Canadian lines 
—the Grand Trunk—is the worst to its shareholders, for 
they have never yet had a dividend, and even the fourth 
preference holders in that company are in the aa 
dicament although their capital amounts to upwards of 
£5,000,000 sterling and precedes the ordinary stock of the 
Grand Trunk in the order of claim upon profits; and the 
third and second preferences had no dividend—of course 
we mean cash dividend—last year, nay even the first pre- 
ference had but a half of their fixed rate. Such is the 
Grand Trunk Railway of Canada! The Great Western, 
the other great railway of Canada, has done much 
better than Grand Trunk, yet after many years of 
working the Great Western of Canada earns an in- 
sufficient rate of dividend, or at all events a rate 
that leaves the shares of that company at a dis- 
count. Nay, it has been said the climate of Canada 
is so severe that a railway in it cannot pay. We always 
laughed at this, and still do, but we admit that the cli- 
mate is severe and renders railway working difficult and 
expensive. 

With such experience of railways in Canada we are 
certainly more disposed to think with the wife of Mr. W. 
A. Thompson, the head of the Canada Southern Rail- 
way than with Mr. Thompson himself, when she said to 
him (as related by Mr. Thompson at the late St. Thomas’ 
meeting)—“ Thompson, you will never build that South- 
ern road.” However, Mr. Thompson thinks differently. 
He is now moving with a view to its accomplishment, 
and some Canadian papers already congratulate him 
upon having attained success. ‘Success at Last” is the 
heading of a leader in the Canadian Home Journal, pub- 
lished in St. Thomas, of the 3d inst., singing the praises 
of the new project, and founding its claim to success 
upon the fact that a meeting at St. Thomas has voted a 
recommendation for the municipalities interested in the 
construction of the line to grant a bonus aid of a million 
dollars. 

“We are to have the Southern Railroad. Of this 
there is no longer a doubt. Better, it is to be a railroad 
far superior to anything ever expected. We calculated 
upon an orfinary line that would cost from five to seven 
millions. We are to get one that is to cost fifteen mll- 
lions! One that is to be a-first-class road from the be- 
ginning. It is to traverse the table land which forms the 
heart of the Lake Shore counties from Buffalo to this 
town. From this place it will send one arm to Detroit 
to receive the travel from San Francisco over the Union 
Pacific, the Chicago & Rock Island, and the Michigan 
Southern railroads. It will send another branch to St. 
Clair to invite over its short route and easy grades the 
immense traffic, of the Michigan Peninsula, and the 
travel which will come through it from British Colum- 
bia over the projected Northern Pacific. Such are the 
magnificent connections formed for the Canadian South- 
ern in the west. When it gets to Buffalo it has its choice 
of three routes to the Atlantic coast. For the character 
of the structure we have the word of Milton Court- 
wright, as the representative of the American capitalists 
who have undertaken to build and equip the road. 
The piers and abutments of the bridges are to be 
of stone or iron, the superstructure of iron, and the 
rails of steel. We have learned further from the Hon. 
Isaac Buchanan, who has been lending his assistance to 
these negotiations, that the intention is to lay a double 
track. One of them is to be used exclusively for passen- 
gers, who will be carried on their journey at the rate of 
50 miles an hour. The other will be the freight track.” 

Thus writes the Canadian paper quoted, but has to add 
& little condition : 

“On condition that the people themselves will contri- 
bute one million dollars, foreign capitalists will bring 
into the country fourteen millions, and will build our 
road for us far better in every respect than we ever 
anticipated to see.” 

Mr. Thompson, however, in his speech at the St, 





Thomas meeting, made light of the condition, feelin 
satisfied, pe prteapes Nap it would be readily fulfilled, 
$2,000,000 of the stock was then subscribed on condition 
of the municipal aid being granted: 

“The stock is subscribed (said Mr. Thompson) on one 
condition. With that condition I do not hesitate to ex- 
pect a ready compliance. The condition is, that the 

eople shall give-such material aid to the scheme as will 
identify their interest with it, and shall be at the same 
time a substantial evidence of their moral support and 
good-will in time to come. I have given them that 
assurance. The other gentlemen on the provincial board 
of directors have confirmed my assurances yesterday to 
Mr. Courtwright before he subscribed the stock. It re- 
mains for the municipalities to verify our promises of 
good-will and cordial assistance by acting promptly in 
the preliminary business that is before them. If they 
will pass the necessary by-laws within the next forty 
days, I will pledge myself and my associates to build 
and equip the road from Buffalo to St. Thomas, and its 
two branches from this to Detroit and St. Clair rivers 
within eighteen months.” 

Who subscribed the $2,000,000 of the stock is thus 
related by the Canadian Home Journal ; 

“The stock books were opened. Two millions of the 
stock was subscribed by Milton Courtwright, Esq., of 
Erie, Penn., a director of the Lake Shore Railroad, and 
also of the Chicago & Rock Island Railroad, in both of 
which immense lines he is largely interested as a stock- 
holder. The stock was subscribed on behalf of himself 
and other large capitalists interested, like himself, in 
other lines of railroad in the United States to whose in- 
terest this road will largely contribute, and upon re- 
ceiving assuances from Mr. Thompson and the other 
directors present that the inhabitants of the counties 
through which the road is to be built are so anxious 
for it, that they would themselves contribute at least 
one million of dollars of the amount necessary to its 
construction. Upon receiving this assurance, and rely- 
ing upon the good faith of the ratepayers in the matter, 
Mr. Courtwright produced powers of attorney from 
Messrs. Scott, Tracy, Dillon, Drew and Koss, and the 
stock was subscribed as follows: 

Milton Courtwright, Erie, Penn.............eseesseeeeececes $500,000 
Totem Le, Tracy, CRICARO. .......ccccvece cocrccccccccccccceves 

Sidney Dillon, New York... .... 

Daniel Drew. New York ° 
Jobn Ross, New York....... 
W. L. Scott, Erie, Penn..... 
W. A. Thompson, Queenstown, Ont 


Total (TWO millions).........ccccccccccessssevecers 
Ten percent. of the amount, or $200,000 was then 
counted out in gold scrip in presence of the provisional 
directors, and received by the cashier of the Merchants’ 
Bank, in London, who was present for the purpose, 
and who granted a receipt by which the amount was 
deposited to the credit of the Canada Southern Railway 
Company and of the treasurer of the province of On- 
tario—one-half in the merchants’ Bank, and one-half in 
the Ontario Bank, Toronto, there to remain, and not to 
be withdrawn except for the purposes of paying for 
work of construction bona fide performed on the road; 
or inthe event of the dissolution of the company tak- 
ing place.” 

his new great Canadian line is to be 280 miles, 
and we hope, with Mr. Thompson, that those interested 
in it will “all get rich by it,’ but we are not quite pre- 
pared to endorse his succeeding statement—“ I know you 
will.” We are rather disposed to take the cautious views 
of another speaker at the St. Thomas’ meeting, regard- 
ing the paying uae of Canadian railways, who 
reminded his Haldimand friends that “they had taken 
stock in the Buffalo & Lake Huron Railroad.” Matters 
went well at first, and when the road was built up as 
far as Brantford they had a free ride upon it, and a big 
day and demonstration in the town. Soon after their 
sorrows began.” 

The new line, if made, or when made, will compete 
against both the Great Western of Canada and the 
Grand Trunk; but this seems to be a feather in its cap, 
or a circumstance Mr. Thompson, in his enlarged views, 
fairly and fully calculated on. That gentleman philo- 
sophically observed at the St. Thomas’ meeting : 

“Now a word as to the antagonisms to the Canada 
Southern that developed themselves in the last few 
years. I have nota word to say againstthem. It was 
natural for large railway monopolists to defend their in- 
terests from the prospect of a road that might too suc- 
cessfully compete with them for the traffic they now 
exclusively control. It was to be expected that both the 
Grand Trunk and the Great Western would means us as 
they did; and, perhaps, when we are established as a 
road through Canada we also may be found fighting 
other interests that may rise up to threaten our exis- 
tence. Self-preservation is the first law of nature. I 
have not a word of complaint against those who could 
not see as I saw, and who felt it their duty to pursue a 
different course of action. I do not wonder they had no 
confidence in me. My own wife has no confidence in 
me sometimes on this subject. Often within the last 
three years has she said; “ Thompson, you will never 
build that Southern road.” 














The Railroads Resume Specie Payments. 


All the railroad companies whose offices are in this 
city yesterday, July 1, paid the half year’s interest, then 
maturing, on all of their debts created before the pas- 
sage of the Legal-tender act, in 1862, in coin or its equiv- 
alent. The Pennsylvania Railroad Company led off 
courageously, displaying the coin, we are informed, ia 
large abundance, and paying out not only the interest on 
its first mortgage loan of $4,972,000, without rebate of 
the five per cent. Government tax, but gave notice also 
that the second mortgage and Philadelphia & Erie Rail- 
road coupons, maturing on the ist of April last, will be 

id in coin onthe 25th instant. The amount of the 

-ennsylvania Railroad Company’s second mortgage 6s 
is $4,886,840, and of the Philadelphia & Erie first 
mortgage 6s $1,000,000. The interest payment on these 





three several items of principal, at 3 per cent., amount 


to about $325,000, the premium on which will cost some 
$40,000 at the present rate of premium. Following this 
lead of the Pennsylvania Railroad Company came the 
Philadelphia & Reading Railroad Company, which paid 
interest in coin, or its equivalent, on its es of 1880 
and 1886, and the North Pennsylvania on its $2,275,000 
of first mortgage bonds. All the large companies are 
disposed to respect the law as pronounced by the Su- 

reme Court without further postponement or evasioa. 

wo or three of the smaller companies owing on bonds 
made before the passage of the Legal-tender act ten- 
tered currency in payment of the interest due, but at 
the same time announced the intention of the com- 
panies to follow, without delay, the action of the larger 
companies, which was not generally known until too 
late to make the necessary arrangements for coin yes- 
terday. The Reading Company, and, we believe, the 
North Pennsylvania, also paid the full interest without 
deducting the 5 per cent. Government tax. We are not 
of opinion that we shall ever hear anything more of the 
threatened attempt to procure a reversal of the widely 
and warmly discussed Legal tender decision. All debts 
contracted before February, 1862, are able in coin, 
and will be so paid by companies and | o. individuals, 
The officers of the companies who have, in these costly 
coin payments, gracefully acknowledged the obligation 
and binding force of law, are justly entitled to credit in 
proportion as the amounts paid were large and the pe- 
cuniary inducements to hold out correspondingly tempt- 
ing. While the action of these officers may be com- 
mended for this evidence of integrity and returning loy- 
alty, we believe in this, as in all like cases, that honesty 
will be found the best policy, and that more will be rea- 
lized in the shape of improved company credit than the 
gold cost in establishing a reputation for fair dealing.— 
Philadelphia Ledger. 








The Creat Western’s New Line. 


We learn by cable that at a special meeting of the 
stockholders of the Great Western Railway of Canada, 
held in London (England) yesterday, the directors of the 
company were authorized to subscribe for all the stock in 
an Air Line Railway from Glencoe, Canada, to Fort 
Erie, opposite the city of Buffalo, and to proceed imme- 
diately with the construction of the road. The con- 
tracts are to be let without delay. 

This is very important news for our citizens. The pro- 
posed branch of the Great Western Railway will give 
this city a short route to Detroit, on an easy grade, and 
will secure the Michigan Central and Great Western 
Railways (now practically under one management) the 
advantage of a direct connection with the two great 
routes to New York, via this city, instead of a single con- 
nection with the New York Central at Suspension Bridge 
to which the line has hitherto been restricted. 

The project of constructing this “ Loop-line,” as it is 
styled, has been before the managers of the Great West- 
ern for some years, and. we believe they have never 
doubted the advantage that would accrue to that compa- 
ny, and to its closest ally, the Michigan Central, from its 
consummation; but fear of the New York Central, in 
whose power the Great Western people have felt them- 
selves, owing to}the fact that their line had no other out- 
let to the East and no other direct feeder for Westward- 
bound traffic, has tied her hands as it were, and they 
have been obliged to wait the issue of events with what 

patience they could. The recent absorption of the 

ake Shore & Michigan Southern Railway into the Van- 
derbilt interest, however, left the Great Western and 
Michigan Central managers no choice but to break their 
fetters and seek to secure a position of comparative inde- 
pendance of their New York Central connection. It was 
useless to expect anything like a position of neutrality, 
on the part of Mr. Vanderbilt, with regard to his West- 
ern connections, now that his interest had been directl 
identified with one line only (the Lake Shore & Michi- 
gen Southern), and it behooved the Great Western & 
fichigan Central line, therefore, to.get out of the un- 
comfortable position of dependence as —z as possi- 
ble. This is the meaning of the news that the long-de- 
sired “loop-line” to Buflalo is to be constructed immedi- 
ately. 

In this prompt adoption of orm policy, we thir, 
may be discovered the hand of Mr. Joy, President of the 
Michigan Central, in whom, by a recent arrangement, is 
vested a practical control of the policy of the Great 
Western Railway. The same gentleman is at the head of 
the wealthy Chica 0, Burlington & Quincy Railroad 
Company, the Hannibal & St. Joseph, the Burlington & 
Missouri River, and several other less important western 
lines. He controls more miles of railway, we believe, 
tban any other man in this country, and is about the last 
person who could rest in an unfavorable position for 
competition, dependent be oe the caprice of another. 
We fancy that if Mr. Vanderbilt lives a few years longer 
he will find in Mr. Joy a more powerful rival than any 
of the railway magnates with whom he has hitherto 
come into collision. 

The consummation of the new project, in the mean- 
time, cannot but be of immense advantage to this city. 
The prospect is not relished, of course, by the Hamilton 
(Canada) people, who will find their city cut off by the 
“loop line” from the main traffic of the Great Western 
Railway, which will, under the new arrangement, pass 
through Buffalo, This feeling has been pent mani- 
fested by our neighbors, but, as was pointed out by a cor- 
respondent of ours, in a recent issue, it is quite idle for 
them to contend against the inevitable. What must be 
will be. The policy of a grand chain of railways cannot 
be regulated to suit the interests of this or that city— 
Buffalo Commercial Advertiser. 


—Edward Wilder, Land Commissioner of the Hanni- 
bal & St. Joseph Railroad Company, reports the sales of 
the company’s land in North Missouri during the month 
of June, 1869, as follows: 2,408 acres and ten town lots 
to 50 purchasers, at an average price of $12.25 per acre, 
making a total of $29,506.14, or about $1,185 per day. 
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Judge Barnard’s Injunction of the Lake Shore & 
ichigan Southern. 





The Buffalo Commercial Advertiser, which is unusually 
well informed in railroad matters and appears to be not 
especially friendly to the Vanderbilt interests, has the 
following comments on the recent injunction of Judge 
Barnard, which directs the Lake Shore Company to 
make no discriminations against the Erie Railway in 
transacting its business: 

Under the strong presentation of their case by the 

laintiffs, we suppose that Judge Barnard could do no 
ess than enjoin the Lake Shore & Michigan Southern 
Railway from using any influence or solicitation to send 

assengers or freight over the New York Central & 
aleer River Railroad in preference to the Erie, and 
from giving the patrons of one road any favors or ad- 
vantage me Sey it does not extend to the other. This, we 
learn by telegraph, is the limit of the injunction issued 
by him yesterday. The Judge gave the parties time, 
until September 19th, to show why the remaining clause 
of the injunction, asked for by the Erie, should or should 
not be granted, and appointed Wilford Bartlett as 
referee to take testimony in the meantime. 

We presume, as we have said, that Judge Barnard 
could do no less than grant this modified injunction ; but 
we are satisfied that he has gone quite as far as he was 
in any way justified in going in behalf of the Erie in- 
terest. The injunction granted effects nothing. It will 
not interfere with the convenience of the public, as a 
compliance with all the demands of the plaintiffs would 
have done, by compelling breaks of gauge and transfers 
of passengers and freight on the Lake Shore & Michigan 
Southern line. According to the statements presented 
in behalf of the defendants, it requires nothing more of 
the latter company than its managers have always prac- 
tised, i. e.—a strict impartiality as between their Erie 
and New York Central connections. They have there- 
fore only to pursue the even tenor of their way for the 
present—though, possibly, it may be expedient to exer- 
cise more care in covering their preference of the Cen- 
tral line (which Mr. Vanderbilt will doubtless secure in 
some way) than they have hitherto exhibited. As the 
almanacs do not say, you may look for a change in rail- 
way policy about these days, on that line—but you won’t 
see much of it! There is no telling what may happen 
in the mean time. Two months may see strange changes 
occurring in the railway world. A sudden but not un- 
expected event ap change the whole aspect of affairs 
with the great rival houses of Vanderbilt and Erie. 

One of the arrangements existing between the Erie 
managers and the Lake Shore line, prior to the accession 
of Vanderbilt to the control of the latter, gave the 
former line a right to run into the Union Depot at 
Cleveland, on condition that Messrs. Gould and Fisk 
should abandon their old project of building a through 
line to Chicago. It is stated that this privilege has been 
denied the Erie, by the new Vanderbilt management of 
the Lake Shore, and that Messrs. Gould, Fisk & Co. 
have, in consequence, made definite arrangements for 
the immediate extension of the Erie and Atlantic & 
Great Western lines to Chicago. From Cleveland the 
new line will wind along the lake shore to Sandusky 
and Toledo, from which latter point it will strike out 
for Chicago by an air line. It is asserted that the pro- 
ject meets with great favor throughout the West, and 
that the leading capitalists of Cleveland and Chicago, 
and other prominent men interested in the sections that 
are to be benefited by the — of the new line, have 
agreed to subscribe all the capital required, provided the 
line be commenced immediately. The latter portion of 
the statement is open to doubt. Sufficient time has not 
elapsed, since the fight began, to obtain such agree- 
ments, but our railway friends do not usually stick at 
trifles when they want to take the public by the ear. 








On Rolling Rails. 





At arecent meeting of the British Iron and Steel 
Institute, the discussion of Mr. Menalaus’ paper “On 
arbi Machinery for Rolling Rails” elicited a vast 
athount of information. It seems that the object sought 
to be achieved in rail-rolling is to avoid stopping the 
rolls after each passage of the rail under treatment. It 
is not difficult to comprehend that with machinery run- 
ning at only forty revolutions per minute the loss of 
time and power, resulting from the reversal every time 
that fifteen feet of iron has passed through it, is consid- 
erable; and if nothing else were learned at the meeting 
of the Iron and Steel Institute, all must have been con- 
vinced that the opinion which had still been entertained 
by some, that there was no loss of economy from revers- 
ing, was erroneous. Perhaps the most remarkable state- 
ment made in this connection was that of Mr. C. W. 
Siemens, F. R. 8., who actually suggested that an advan- 
tage was obtained by stopping the engine as well as the 
rolls. For very heavy work, such a system may indeed 
be admissible under some exceptional circumstances, 
but, as it was objected, if it be unadvisable to stop the 
rolls, how much more so it must be to stop the whole of 
the machinery, even apart from the fact that by adopt- 
ing Mr. Siemens’ suggestion it is practically impossible 
to work two sets of rolls from one engine, as is frequent] 
done at present. The loss of accumulated power at sah 
reversal becomes of itself an important item in connec- 
tion with the cost of rail-rolling, and hence the efforts of 
practical \rail-makers to keep their rolls continually 
going in one direction. 

Assuming, then, that the desirability of avoiding the 
reversal of the rolls is admitted, the question naturally 
arises, how can that object be most easily and secnamnienl- 
ly accomplished? The pile of iron, it must be remem- 
bered, is in a heated state, and has to be passed a certain 
number of times through the rolls whilst still soft enough 
to take the impression of them. The use of hot rolls to 
prevent the abstraction of heat will scarcely be suggest- 
ed, seeing that it is not required to effect the union 6f 
the rolls and the rails, although some of the suggestions 


appear but little more worthy of adoption. In devising 
a plan of operation there are necessarily many circum- 
stances to be considered; yet, if simplicity can be com- 
bined with efficiency, the result should be a machine that 
would be generally adopted. The system of roll before 
roll has been suggested, and where large quantities of 
metal have to be rolled without change of section, may 
possess some advantage, but it seems to necessitate an 
enormously large plant for the performance of 
a given quantity of work; it has another ob- 
jection, to which reference will be made presently. 
The mode proposed by Mr. Menelaus for overcoming 
the difficulty consists in placing two pairs of rolls, 
one a little behind and higher than the other. In 
using this arrangement, the rail is passed backward and 
forward, but the rolls are never stopped. The rail is 
passed through the bottom pair, then lifted and returned 
through the other. It will be seen that Mr. Menelaus 
has the advantage of two distinct pairs of rolls, very 
conveniently placed with regard to each other. The 
lifting of the end of the rail is no doubt an_ incon- 
venience, but it is a very small one, so small indeed as 
scarcely to be worthy of consideration. In another ar- 
rangement proposed by Mr. Brown this lifting is avoided, 
but it seems that the remedy is almost worse than the 
disease. He has two pairs of rolls, one behind the other 
at the same level, each pair having blanks and working 
grooves alternately—the blanks in one — being op- 
posite the working groves of the other. The rail to be 
rolled is passed through a pair of blanks in the first pair, 
and rolled in working grooves in the back pair, and is 
then returned through blanks in the back pair, and 
rolled in the front pair. The rail, instead of being lifted 
after each'passage, is moved horizontally, and some of 
the practical men present seemed to consider the re- 
moval of the hot rail horizontally more objectionable, 
because more liable to twistit out of shape, than the 
lifting of it. 

But that which promises to militate most against the 
introduction of Mr. Brown’s arrangement is its extreme 
costliness. The stock of rolls has to be doubled for a 
given number of working grooves, and one-half of the roll 
surfaces become mere rollers, which do no useful work 
whatever. And as to changing two pairs of rolls instead 
of one each time a fresh section has to be rolled, there is 
the same objection in the roll before roll system in that 
of Mr. Menelaus and in Mr. Brown’s; hence the ques- 
tion raised by some, what is the advantage of reversing ? 
Yet it was admitted the advantages of ——s the 
reversal of the rolls far exceeded any supposed disad- 
vantage, and that it was merely a question as to the best 
means of doing it. Roll before roll, the Dowlais rolls, 
and Mr. Brown’s rolls, all having objectionable features, 
and the reversal of the rolls, (no matter what means of 
reversing may be adopted) being more objectional than 
either, the Ramsbottom rolls nataraliy claim attention. 
Ramsbottom has all the advantages claimed for 
the Dowlais rolls, and uses only a pair and a half 
instead of two pairs of rolls, and thus secures apparently 
the utmost attainable economy. The three rolls used by 
Mr. Ramsbottom run in one pair of standards, and being 
all geared together, the middle roll runs in the opposite 
direction to those above and below it; the rail can conse- 
quently be passed through between the bottom and middle 
rolls, and returned between the middle and top rolls, the 
whole of the machinery running in the same direction 
all the time. Asin the other system of two and fro 
rolling without reversing the rolls, the end of the rail 
has to be lifted after each rolling, but in practice this 
really seems to be a very small inconvenience, so that, 
upon the whole, Mr. Menelaus’ observation that if he 
had another mill to put up at Dowlais, he did not know 
that he would not adopt Mr. Ramsbottom’s plan even, 
instead of his own, is one which is worthy of the utmost 
consideration of all who are practically engaged in the 
rolling of rails—LZondon Mining Journal. 











Cincinnati and its Railroad Connections. 





The Cincinnati Railroad Record, in explaining the 
combination of railroad companies for obtaining routes 
to and through Cincinnati, expresses the opinion that 
the attention of the powerful Eastern companies is here- 
after likely to be drawn towards the Ohio valley and 
the Southwest, rather than to the Lake basin and the 
Northwest. We give below the larger part of its arti- 
cle: 


“Was this vast region to be overlooked in the calcu- 
lation of New York? For half a century, it was, prac- 
tically, because as we have said, New York was engaged 
in building up her Western territory, and in aiding the 
commerce and towns of the.Lakes. But there has come 
a time when two great facts loom up to the eyes of New 
York traders and speculators. It is evident that the 
Lake basin no longer increases the trade of New York 
at the same rate it did. In the next place, it is equally 
evident that the Ohio valley and the Mississippi valley 
are beginning a new career of improvement. The slave 
question is over. All agitation, except that of industry, 
is ended. Industry comes up as the great idea of socie- 
ty. Towns are being rapidly built; mines are being 
opened. Cincinnati already feels the force of the great 
industrial wave. Is New York to forget and forego all 
this? Certainly not, and her capitalists are now just 
getting their eyes open. The consequence 1s, that in- 
stead of forgetting, they now seem to be rushing to- 
words Cincinnati in an impetuous competition. Let us 
now notice a little what is and has been going on: 

“1st. The first attempt to reach Cincinnati on a direct 
line from the Atlantic was that of Baltimore ;and to some 
extent Baltimore still has the advantage in having the 
shortest line between the Ohio and tide-water. 

2d. But, Virginia has a little the advantage in having 
the shortest line, not to tide water, but to the Atlantic 
Ocean. Hence, she early began the Kanawha Canal b 
the head of James River, which is still urged, and which 
ought to be made. Then the Virginia Central was un- 





dertaken with the same view. That work, as well as 








the “ Covington & Ohio” has been reorganized under the 
name of the Chesapeake & Ohio; and is now bein 
pushed forward with great vigor. It will be completed 
to the Ohio River, quite as soon as the new eastern en- 
terprises can be completed. It is absolutely necessary to 
itself and to Cincinnati, that the Chesapeake & Ohio 
should be completed from the Ohio River to Cincinnati, 
and connect with the western roads, and when it does 
no road will surpass it in advantages. , 

3d. The next (and so far the most successful) of the 
eastern roads, in attempting a connection with Cincin- 
nati and the Ohio valley, was the Pennsylvania Road. 
For a long time, the able and energetic man- 
agers of the Pennsylvania Central were occu- 
pied in perfecting their own road, and in buying up 
and basing their Pennsylvania connections. This done, 
they continued their road through Ohio to Chicago, 
which made a great through route to the Northwest. 
In the mean time, what is called the‘ Pittsburgh & 
Columbus line, was built and operated separately, but 
in connection with the Pennsylvania road. Finally, the 
Pennsylvania Company turned its eyes to the Ohio val- 
ley. It leased or ag the Pittsburgh road, has re- 
cently leased the Little Miami, and is building (or those 
in its interest are) a bridge over the Ohio at Cincinnati. 
It has bought the Wilmington & Zanesville road, and is 
now making the cut-off, from the Pittsburgh road at 
Dresden to Zanesville. This will be but ashort distance, 
and will probably make the distance from Pittsburgh to 
Cincinnati by Zanesville, as near as by Columbus. Thus 
the Pennsylvania Company will have a great double 
route through Ohio to Cincinnati, and over the bridge, 
to connect by the shortest line with Memphis. It is thus 
evident, that the Pennsylvania Company has taken the 
shortest and best methods to connect themselves with 
the whole Ohio valley and the Southwest. 

4th. In the meanwhile, the Atlantic & Great Western 
was built by an English company on a grand scale—a 
great double track road, to connect with the Erie road 
to New York on one side, and with St. Louis 
through Cincinnati on the other. But there was 
a link missing from Dayton to Cincinnati, and 
the question was, whether a new road should be made, 
or some arrangement made with the Cincinnati, Hamil- 
ton & Dayton line. The latter was preferred, and a third 
rail laid, and the right of way obtained. Thus there 
was at once raised up a great competing line with the 
Pennsylvania, and an absolute bar to the New York 
Central, in regard to competition for the trade of the 
Ohio valley and* the Southwest. And here arose a 

uestion in the public mind, whether the New York 
Central would — accept being cut off from the Ohio 
valley, or would attempt_to compete for it? Apparently, 
the New York Central was quiescent, but we never be- 
lieved it could be so. For it would be simply to con- 
cede that the New York Central was not one of the 
great trunk lines of the United States. At length, how- 
ever, the public are startled with the result. 

5th. It is announced, that the New York Central, the 
Lake Shore, the Sandusky, and the Cincinnati & In- 
dianapolis, and the Cleveland & Columbus roads have 
combined to make the “Short Line” from Dayton to 
Cincinnati! Thus, after so much opposition, so much 
rivalry and jeering, the “Short Line” is to be made, 
and there is to be a new and great link into Cincinnati. 
We have maintained both the —. and certainty of 
this road from the beginning, and can only hope that its 
proprietors and managers will really make it a short and 
straight line into the center of Cincinnati. 








Railroad Expenses and Receipts in 1859 and 1869. 


In the report of the Connecticut River Railroad Com- 
pany for the year ending November 30, 1869, there are 
tables which show the expenses and receipts of the road 
in 1859 and 1869, with the following comments: 

From this table it will be seen that the average cost, 
per mile by the trains, of operating the road in 1859, was 
only seventy-five cents, and that the cost of the same in 
1869 was one dollar and twenty-eight cents, an advance 
of seventy per cent., while in the same period the aver- 
age net income advanced only from seventy-eight to 
eighty-three cents (being an increase of only seven per 
cent.), and the average charge for carrying a passenger 
or a ton of freight one mile was substanti: the same 
at the two periods, or, taking the currency ihto account, 
the rates may properly be considered as reduced more than 
twenty per cent. In view of the facts thus presented, 
there would seem to be little cause for dissatisfaction 
with our tariffs. 

The same table exhibits the further fact, that between 
the years 1859 and 1869 the gross income per mile in 
length of road advanced from $3,621.23 to $12,249, being 
an increase of nearly three hundred and fifty per cent. 
Herein lies the secret of our ability to practically reduce 
the rate of passenger and freight transportation, not- 
withstanding the enormous increase in the expense of 
doing the business. Thus does our experience confirm 
the statement so often made arsenal % managers, that 
increase of business tends to a reduction of rates, while the 
decrease of business, consequent upon the opening of 
what is termed a rival road, naturally ahd inevitably re- 
sults in an advance of rates, for the reason that the two 
roads have to be operated and maintained out of the in- 
come which would otherwise belong to one. If the pub- 
lic could rightly understand the effect upon the cost of 
transportation of having competing lines of railroad, in 
localities where the amount of business is fairly within 
the capacity of one road, there would be less anxiety on 
the subject. 





—It is expected that by the end of this month Con- 
stantinople will be in direct communication, via Varna 
and the Roumanian lines, with the whole railway sys- 
tem of Europe. . The line from Ibraila to Bucharest, and 
that from Galatz to Roman, will both be opened next 
month. Asthe line from Lemberg and Carnowitz is 
finished to Roman, passengers will be enabled to proceed 
by railway next month, cia Varna and Bucharest, direct 
to any part of Europe. 
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General Railroad ‘Mlews. 








OLD AND NEW ROADS. 


New Haven, Middietown & Willimantic. 

This road was opened for business from New Haven 
to Middletown, Conn., 22 miles, on the 7th inst., with a 
grand excursion. It is intended to complete it to Willi- 
mantic, 30 miles further, by the end of the year. 

Buffalo & Washington. 

Buffalo sometime ago subscribed $500,000 to this com- 
pany, available only after a similar amount had been 
subscribed to the stock. This amount is now subscribed, 
and the company is now in position to let contracts for 
the construction of the road. Twelve citizens of Buffalo 
subscribed $25,000 each. 

Chicago & Illinois Southern, 

The Matoon (Ill) Journal of the 9th says: “ Messrs. 
Reagh and Ingle, surveyors, are this week surveying 
and locating the line of the Chicago & Illinois Southern 
Railroad, between our city and Sullivan, and it is pro- 
posed to go to “throwing dirt” next week, between 
Mattoon and Sullivan. Colonel Taylor, Chief Engineer, 
is expected here next week, when the survey will likely 
be made south, and work commenced in that direction 
from our city also.” 

Peoria & Farmington. 

The stockholders of this new company held an election 
for directors a few days since and George C. Bestor was 
chosen President ; William Kellogg, Treasurer; George 
L. Bestor, Secretary. Immediate measures are to be 
taken to survey the route. Farmington is a station on 
the Ruda & Rushville Branch of the Chicago, Burling- 
ton & Quincy Railroad six miles south of Yates City 
and 23 miles due west of Peoria. 

West Wisconsin. 

The extension of the track beyond Augusta has been 
delayed for the want of spikes, but now there is material 
enough of all kinds at Augusta to complete the line to 
Eau Claire, and work is resumed. 

Hastings & Dakota, 

It is now reported that the rumor, pretty generally 
circulated and believed, that the Milwaukee. & St. Paul 
has purchased the above line is untrue. Some time ago 
a detailed statement was made of a contract between the 
two companies by which the Milwaukee & St. Paul was 
to extend the Hastings & Dakota, and virtually pos- 
sess it. 

Des Moines Valley. 

After all, this road is to pass through Des Moines. 
Last year it was decided to cross the Dubuque & Sioux 
City line six miles west of that place, and on this route 
the road was nearly completed. A fierce attack was 
made upon the company by Fort.Dodge, an attempt was 
made to deprive it of its land grant, anid another com- 
pany was organized to build a railroad from Des Moines 
along the Des Moines River through Fort Dodge to 
Mankato, Minn.—a road that would have greatly injured 
the Des Moines Valley and been itself a poor property. 
It received a great deal of popular favor, however, and 
was much talked of, both in Iowa and Minnesota. Now 
it is announced that the Des Moines Valley road will 
extend its line into Fort Dodge, in return for depot 
grounds, $27,000, and the abandonment of the other 
railroad scheme. On the 29th trains commenced run- 
ning through from Keokuk to the Sioux City Junction, 
(the crossing of the Dubuque & Sioux City road,) a 
distance of 243 miles from Keokuk. 

The Grand Junction Headlight says: 

“The complications concerning the entrance of the 
road into Fort Dodge having all been settled, the com- 
pany will bend every effort to the extension of the line 
to the McGregor & Sioux City road, reaching that at a 
point a few miles west of Algona and near the line of 
Palo Alto and Kossuth counties: The McGregor road is 
completed to within twenty miles of Algona, and will 
reach that place by September next. A gap of forty 
miles remains to be constructed between Mason City and 
Austin, Minn., which gap will be closed up in thirty 
days. By the Valley road we will then have an all rail 
route through to the chief cities and lumber marts of 
Minnesota. It has an elbow like crook, but the crook 
makes but little difference in the distance in the main 
line. In 1871 the Valley road will without doubt reach 
its northern terminal point—Mankato, when it will be- 
come the grandest and best paying line in the State, as 
it now is one of the best managed and constructed.” 
Lafayette, Bloomington & Mississippi. 

Snell & Taylor, the contractors, expect to have the 
entire line of railroad graded and bridged, 80 miles, to 
the Indiana State line by August 15, according to the 
contract time. The line from the Indiana State line to 
Lafayette, including the bridge across the Wabash, 

a distance of thirty-five miles, will be completed in Sep- 
tember, and it is intended to have the road in operation 
between Bloomington and Lafayette, 115 miles, before 








the close of the year. The officers have been conferring 
with leading men of Quincy concerning the proposed 
extension of the road to that place. One proposition is 
to build a line from some pointon the Jacksonville Divi- 
sion of the Chicago & Alton, either at Delavan or 
Petersburgh, crossing the Illinois at Havana, or Beards- 
town, and thence to Quincy, using the Chicago & Alton 
road as a route to Bloomington. The part of the road 
in Indiana is known as the 

Lafayette, Muncie & Bloomington, 

On the western division of this line, between Lafay- 
ette and the Illinois line, the contractors, L. A. Dauby 
& Co., have a large force employed in grading, and the 
work on the Wabash River bridge is progressing rapid- 
ly. The contract for grading and bridging the eastern 
division from Lafayette to Muncie, 83 miles, has just 
been let to Snell & Taylor, of Chicago, who propose to 
put on a large force next fall. The distance from Mun- 
cie to Bloomington is 200 miles, and if the road is ex- 
tended to Quincy it will be 325 miles long. The annual 
meeting of stockholders of the Indiana company was 
held on the 4th instant, at which Adams Earl, of Lafay- 
ette, Ind., was re-elected President, E. M. Talbot, late 
Chief Engineer, was chosen Secretary, and Thomas 
Coleman re-elected Treasurer. 

Ottawa, Oswego & Fox River Valley, 

It is reported that this company has made arrange- 
ments to extend its road from Streator, the present 
southern terminus, southeastward through Pontiac to 
Fairbury, a station on the Toledo, Peoria & Warsaw 
Railway. This extension will be about 35 miles long, 
and will give an eastern outlet to the Vermillion coal 
mines. 

Burlington & Missouri River 

This road has agreed to carry the mails east from 
Council Bluffs on the line of the road without charge, 
until the Post Office Department makes a contract for 
the service. This it does for the sake of accommodating 
the people on the line of the road. Trains will be run- 
ning on the branch from Red Oak Junction to Nebraska 
City by the 10th. 

Southern Minnesota. 

Mr. J. M. Nye, Superintendent of Telegraph, says 
that on the 4th inst. cars run to a point seven miles west 
of Wells. On the other end of the road the track will 
in a few days reach Spring Valley, which is about eight 
miles east of Ramsey. The whole distance from La- 
Crosse to Wells is about 150 miles. 

Laclede’ & Fort Scott. 

The Fort Scott Monitor says the survey has been 
completed and the work of grading is in progress within 
a few miles of town, 

St. Louls & Fort Scott. 

The Mississippi Valley Review gives the following list 
of subscriptions which have been made to this road: 
Vernon County, $200,000; Cedar County, $200,000; 
Polk County, $250,000; Dallas County, $150,000; La- 
clede County, $100,000; Fort Scott $75,000; Besides the 
above, considerable sums have been subscribed by indi- 
viduals. The road is under contract between Lebanon 
and Buffalo, and also between Fort Scott and Nevada, 
on each of the divisions the work of grading is progress- 
ing rapidly. 

Peoria, Atlanta & Decatur. 

The townships of Cerro Gordo and Maroa voted on 
the 7th instant to take $115,000 stock in the road. 
Lake Superior & Mississippi. 

Trains are now running to Thompson, at the dalles of 
the St. Louis River, 128 miles from St. Paul. This will 
be the point of intersection with the Northern Pacific. 
It is expected that the line will be finished to Lake Su- 
perior about the 15th of August. 

Omaha & Southwestern, 

The Omaha Herald of last week is informed by Gene- 
ral Lowe, one of the contractors, that the grading of the 
first nine miles of their contract will be completed this 
week. By the terms of the contract they were to com- 
plete seven miles within forty days, but they have so 
pushed the work that they will have nine miles done 
within thirty days. On the tenth mile there is consid- 
erable stone work, which will of necessity consume some 
time, but it is expected that the whole will be finished 
within about two weeks. 

Atchison, Hilton & Kansas Valley. 

This company has been lately organized at Atchison, 
Kansas, to build a road from Effingham, on the Central 
Branch of the Union Pacific about eighteen miles west 
of Atchison, southwest to Manhattan on the Kansas Pa- 
cific. Such a road would be about 65 miles long. 

Houston Connections, 

The Galveston, Texas, News has been interviewing the 
citizens of Houston and finds them wide awake to the 
advantages of railroad connection and learns that the 
track of the Texas and New Orleans Road from Houston 
to West Liberty has been put in order and trains over it 
daily. A line of coaches connects West Liberty with 








the town of the same name east of the Trinity, and the 
bridge over the river will be placed in order at once. 
Surveying parties are locating the Great Northern Rail- 
road, contractors are on hand ready to commence grad- 
ing, and from all visible indications the prospects for 
early completion of that important work are much 
brighter than the public have been led to expect. Trains 
over the Waco Tap Road were to discontinue regular 
trips after the 1st instant, but would run whenever there 
was anything to be carried, The road will be put in 
order by the time the fall trade commences. Capt. Ster- 
rett, Admiral of the Direct Navigation Company’s fleet 
of transports, was expected to leave Cincinnati about the 
first of July, with a new boat, the Diana, for the Buffalo 
Bayou trade. 
St. Joseph & Denver, 

It is expected that the road will be completed to Sene- 
ca, Nemaha county, 70 miles west of St. Joseph, by the 
ist of August. 


Cherry Valley, Sharon & Albany. 

This road is now open. It extends from Cherry Val- 
ley and Sharon Springs in the northern part of Otsego 
county, to Cobbleskill, about 20 miles, there connecting 
with the Albany & Susquehanna road, 

North Missouri, 

This line was completed to Ottumwa, Iowa, on the 8th 
inst., connecting there with the Burlington & Missouri 
River and the Des Moines Valley roads. On the 27th 
the Iowa editors will make an excursion trip over th 
road to St. Louis. ; 

Tebo & Neosho, 

One thousand laborers are now working on the line 
between Fort Scott and Sedalia and according to the 
telegrams the road will be completed from Sedalia to a 
connection with the Missouri Kansas & Texas within 90 
days. [Fry & Munger, contractors, advertise for 500 more 
men and 100 teams. The company demands of the Fort 
Scott people, on condition that the road shall pass 
through the city, and it be made the end of a division 
and the location of the first machine shops southwest of 
Sedalia, $150,000 county bonds (already voted) as soon as 
that amount will complete the grading between Fort 
Scott and the State line. Also as soon as the cars run 
into Fort Scott, the city is to donate $75,000 additional, 
and furnish right of way and 25 acres of grounds for 
depots and machine shops, or eight acres in the city and 
20 acres outside ; or, instead of the grounds to vote $265,- 
000 in city bonds. Thirty days to be given the city to 
make choice as to the 25 acres, the 28 acres, or the $25,- 
000 bonds. 

St. Paul & Dubuque, 

The Mantorville Hxpress says Mr. McNamara anda 
party of engineers are surveying a route for the contem - 
plated railroad from the State line to St. Paul, by way of 
Austin and Mantorville, as faras Waterville, they re- 
port the route very feasible. 


Little Rock Connections, 

The Helena Clarion says: “The gréat effort among our 
railroad men is as to which shall get connection with Lit- 
tle Rock first. Kansas City is building a road down to 
Fort Smith, or in that neighborhood, which will connect 
with the Fort Smith & Little Rock road. St. Louis is 
trying to make connection through the Iron Mountain 
road to the crossing of the Cairo & Fulton road and 
thence by that road. Cairo is putting in some preten- 
sions, in the interest of the Illinois Central, through the 
Cairo & Fulton road. Finally, Memphis is reaching Tor 
the same point through the swamps, bogs, mosquitos, 
snakes and frogs of the St. Francis swamp. Meanwhile 
the Midland or Helena & Little Rock are preparing to 
begin work this fall. The company is soliciting sub- 
scriptions in cash, stock or land, upon condition that the 
lands shall be forfeited if the road is not completed by 
January ist, 1876. 

Omaha Bridge. 

The Omaha Herald answers various rumors to the ef- 
fect that the bridge will not be built inthis wise: “ Work 
“ is being pushed on this bridge just as fast as time and 
“ money will permit, and we feel qualificd to say that 
“ the month of June, 1871, will see it a completed struc- 
“ture. Our information is direct, authentic and ex- 
“ plicit, from the most responsible source, that the Union 
“ Pacific Company are authorizing all necessary ex- 
“ penditures, even though involving large extra outlays, 
“ tofsecure the completion of the bridge at all hazards in 
“the early spring months, if possible, and by June, 
“ 1871, at latest.” 

Lake Shore, Louisville & Southern, 

The above is the title of an incorporation whose cer- 
tificates were filed with the Secretary of State of Ohio 
on the 5th inst. It proposes to construct a road which 
is to commence at Huntsville, in Logan county, a station 
on the Cincinnati, Sandusky & Cleveland road 18 miles 
above Bellefontaines, run thence southwest through 
Champaign, Shelby, Miami, Montgomery and Preble 
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counties, striking the Indiana State line at or near Col- 
lege Corners, Butler county. Capital stock, $4,000,000. 
Shares $50 each. Corporators, F. A. Soule, D. C. How- 
ard, M. A. De Tough, Stephen Johnson and Alexander 
G. Conover. 

Toledo Railroad Projects. 

Some of the new railroads which the town at the west 
end of Lake Erie proposes to have are as follows: 

FROM THE EAST AND SOUTH. 

1. The Toledo & Crestline or Lexington. 

2. The Toledo & Mansfield. 

8. The Toledo & Pomeroy (Atlantic & Lake Erie). 

4. The Toledo & Pittsburgh (the Baltimore, Pitts- 
burgh & Chicago—an extension of the Baltimore & 

Ohio). 

5. The Toledo & Belmont (Bellair to Toledo—an ex- 
tension of the Baltimore & Ohio). 

6. The Baltimore & Ohio and Lake Erie & Michigan 
Southern. 

FROM THE NORTH. 

7. Holly, Wayne & Monroe. 

8. The Toledo, Ypsilanti & Saginaw (being an exten- 
sion of the Flint & Pere Marquette to Toledo). 

9. The Toledo, Ann Arbor & Saginaw. 

10. The Lansing & Toledo. 

11. The Jonesville, Albion & Lansing. 

Union Pacific, 

The General Superintendent, C.G. Hammond, has 
issued the following circular dated July 7: 

“To prevent the necessity of replying specially to 
numerous inquiries regarding danger from Indians on 
the line of the Union Pacific road, I would state, that I 
am informed that from the opening of the road to July, 
1869, and from that day to the present time, during 
which I have had charge, no passenger has been mo- 

lested or any passenger car interfered with in a single 
instance. That those portions of the road where Indians 
occasionally cross, and indeed all stations through the 
Indian country, are well and thoroughly guarded by 
Uuited States troops, infantry at stations, with cavalry 
scouting and co-operating therewith, all under command 
of Maj. Gen. C. C. Augur. 

“The Directors and other officers of the road and 
their families pass over the line without hesitation or 
fear. I have recently passed days upon and over the 
whole line, and can say with perfect truth that I felt as 
free from danger as if traveling in any part of the Union. 
My own family and lady friends have had the same ex- 
perience and testify to the same feeling of security. To 
their testimony might be added hundreds of others. 

C. G@. HAMMOND. 
General Superintendent. 

“ P. §.—Sensational newspaper items should be read 
with allowance. 

“Indian difficulties occurring in interior districts at 
great distances from the road, are frequently telegraphed 
from stations on the line of the Union Pacific Railroad, 
thereby giving false impressions of insecurity to passen- 
gers when no cause for fear exists.” 

The fare from Omaha to Denver, since the completion 
of the Denver Pacific Railroad, has been reduced to 
$48.75. From Chicago the fare is now, we believe, 
$66.75. 

Atlantic, Mississippi & Ohio. 

This is the name of the company by which the con- 
solidated Norfolk & Petersburg, Southside, and Vir- 
ginia & Tennessee railroads will be owned. There is 
also included in the consolidation the projected Virginia 
& Kentucky railroad, no part of whichis completed, but 
which it is intended to construct from Bristol, on the line 
between Virginia and Tennessee, westward to Cumber- 
land Gap, a distance of 95 miles. By the act authoriz- 
ing the consolidation, the company may have a capital 
stock of $25,000,000. 

Lafayette, Bloomington & Mississippi. 

Officers of this company, which has its road under 
contract between Lafayette, Ind , and Bloomington, IIL, 
have been in Quincy, proposing to extend their road to 
that point. 

Quincy & Carthage, 

The Carthage (Ill.) Gazette of the 7th says the work 
on the Quincy & Carthage Railroad, between that place 
and Meriden, is still progressing rapidly. A sufficient 
number of ties are now ready for delivery to tie the 
road from Carthage to Bear Creek timber. The iron 
for the whole road has been purchased, and twelve 
hundred and sixty tons are now on the way from New 
York. The Gazette says that from present appearances 
the road will be completed before the expiration of the 
time agreed upon by the contractors when the work was 
commenced. 

Rockford, Rock Island & St, Louis. 

The city of Dixon has voted $50,000, and the town 
$50,000 more in aid of the extension of this road from 
Sterling to Rockford. 


Springfield & Northwestern. 

Petersburg, Menard county, has subscribed $45,000 to 
this proposed road, 
Jacksonville, Northwest & Southwest, 

Montgomery county, on the 2d inst., voted, by a large 
majority, $100,000 in aid of this project. 
Decatur & East St. Louis. 

The Toledo, Wabash & Western Company has issued 
$3,000,000 of additional stock in order, it is said, to pro- 
vide means to equip the above road. This is nearly 
$30,000 per mile, which is certainly a very liberal 
allowance. 

Central of lowa. 

The northern extension of this road was completed 
from Ackley northwest 15 miles to Hampton, the county 
seat of Franklin county, last week, and trains are run- 
ning regtlarly between that place and Marshalltown. 
A force of five hundred men is at work between Hamp- 
ton and Mason City, about 30 miles, and it is expected 
that the road will be completed to the latter place inside 
of three months. A large force is also at work on the 
southern part of the line between Marshalltown and 
Grinnell. President Gilman ina private letter writes 
that he has made arrangements with the Milwaukee & 
St. Paul Railway Company to meet their road at Mason 
City this fall. 

Chicago & Southwestern. 

The route of the road has been determined from Fair- 
field to Centerville, a distance of about 50 miles. Cen- 
terville is about 46 miles west and 17 miles south of 
Fairfield. Appanoose county, of which Centerville is 
the county seat, makes a subscription of $100,000. 


Winona & St. Peter, 

There are now four regular trains each way on this 
road, two freights, one passenger and one accommoda- 
tion. The passenger leaves Winona at 11:15 a. m., and 
arrives at Janesville, 116 miles, at 5:00 p.m. The ac- 
commodation leaves Winona at 3:15 p. m., and arrives at 
Rochester, 50 miles, at 7:45 p.m. Going east, the pas- 
senger leaves Janesville at 10:15 a.m., and arrives at 
Winona at 4:00 p. m.; and the accommodation leaves 
Rochester at 6:35 a. m.,and reaches Winona at 11:15 
a. m. 

Central Pacific. 

Since the 7th of July no Pullman cars have been run 
over this road, and it is announced that the company 
will hereafter have none but its own sleeping cars on its 
lines. This was its policy originally. It purchased a 
number of Silver Palace cars, and has had Pullman cars 
only on special trains. As the Central Pacific controls 
all the railroads in California, its action indicates that 
the Pullman company will hardly get a lodgement on 
the Pacific coast. This action is not altogether satisfac- 
tory to some, as the following from the San Francisco 
Call indicates : 

“Good accommodations unquestionably increase travel, 
for there is a large population which will not go and 
come over the Pacific Railroad unless the accommoda- 
tions be such as to suit them, A considerable propor- 
tion of the travel, so far, has been excursionists. Half 
of these persons could not have been induced to make a 
trip to California in an ordinary car. So with numbers 
of our own citizens; they go East because it is almost 
like staying at home—a mere pleasure excursion. Even 
with travel from Europe to China, Australia, etc., thou- 
sands of persons would be induced to pass through Cali- 
fornia from hearing of the luxurious Pullman train. 
Withdraw these cars—even withdraw them from the 
Central Pacific road—and we believe a great source of 
revenue will have been lost to the company, and there 
would certainly be lacking that kind of travel which is 
likely to bring capital to this State. There is no estimat- 
ing the benefits which we may ultimately derive from 
the visit of even a hundred persons representing large 
capital. Millions of dollars may be invested in Califor- 
nia from having visited us and seen the advantages which 
the State offers. The inhabitants of Chicago understand 
this for they encourage running the best cars in every 
direction from that city. They would never submit to 
making it difficult to reach Chicago from the Atlantic 
cities. Can California afford to clog up its great high- 
way—shut off the very men who are most likely to 
benefit us ? We do not think so. 


Atlantic & Great Western. 

The plan of reorganization proposed by the President 
of this company is receiving an amount of support 
greater than ever its most sanguine friends could have 
anticipated. The bonds of all classes and certificates of 
debentures actually deposited with Messrs. Bischoffsheim 
& Goldschmidt, and at the offices of the company, al- 
ready exceed ten millions. The offices of Messrs. Bis- 
chotfsheim are literally crowded with the securities of 
the company, and as rapidly as the huge iron boxes are 
provided for their custody they are filled with the se- 








curities. Little short of a-ton in weight of the bonds 


have been deposited, and so heartily have the holders 
entered into the scheme that not a single dissentient has 
yet presented himself to find fault with, or to suggest 
modifications of, the proposed plan. With the view of 
giving additional facilities for the reception and registra- 
tion of the securities, a suit of rooms adjoining the 
offices of Messrs. Bischoffsheim, and at present in the 
Exeter & Salisbury, 

This road, which is to run from Exeter station on the 
Boston & Maine Railroad southward through the 
towns of Exeter, Kensington and Southampton, N. H., 
to connect with a branch of the Eastern road at Ames- 
bury Mills, Mass., a distance of 12 miles, is likely to be 
put under contract the present summer, and finished next 
year. 

Great Western of Canada. 

Travel has greatly increased on the Sarnia Branch of 
this road, and two express trains have been put on late- 
ly to accommodate it. 

Missouri Pacific. 

The City Council of St. Louis has passed an ordinance 
authorizing the Missouri Pacific Railroad to extend its 
track to the levee, and to lay a track along the river 
front to connect the Iron Mountain road with the Mis- 
souri road. 
occupation of Mr. Hazlewood and the Peruvian Bond- 
holders’ Committee, will be exclusively appropriated, on 
and after Tuesday, to the business of the office for the 
reorganization of the Atlantic & Great Western Com- 
pany. Bond and debenture holders, however, must not 
permit the success already achieved to cause them to 
relax in their efforts to place the company upon its new 
and satisfactory basis. The greater the support given to 
the scheme of the directors, the earlier will be the at- 
tainment of the objects sought, and the less powerful 
will be the objection which may be brought against the 
scheme.—London Railway News. 


New Albany & St, Louls Air Line, 

The New Albany Ledger states that $1,546,500 has 
been subscribed to the stock of this company. The com- 
pany have let the contract to build that part of the road 
between Princeton and Mt. Carmel to Dr. Andrew 
Lewis, of Princeton, and it will be completed by the ist 
of January next. 

Grand Junction & Storm Lake, - 

It is proposed to build a railroad from Grand Junction, 
where the Des Moines Valley road crosses the North- 
western, northwest to the Dubuque & Sioux City road at 
Storm Lake, a distance of about 85 miles. 

St, Paul & Sioux City, 

On the 12th inst. in the Senate, bills were passed con- 
tinuing the St. Paul & Sioux City Railroad across Da- 
kota to Yankton, and also a land grantin aid of the same. 
Chesapeake & Ohio, 

This company on the 9th inst., purchased from the 
State of Virginia the Blue Ridge tunnel on that road, 
paying therefor $600,000 in bonds of the State. 


Meridian, Riverside & Texas, 

This is a corporation which proposes to builda railroad 
from Meridian, Mississippi, southeast to Woodville, the 
terminus of an old railroad from Bayou Sara, La., and 
near the southeast corner of Mississippi, to Riverside, on 
the Mississippi. A branch a few miles long would con- 
nect it with the old railroad from Natchez east to Mal- 
colm, and by this line it is proposed to make connection 
with a road across Louisiana to Texas. Louis Trager, 
of Black Hawk, La., is the leading spirit of the project. 


Verona & Bentonville. 

A company was organized lately at Bentonville, Ar- 
kansas, to build a railroad from Verona, Mo., a station 
on the South Pacific Railroad 40 miles east of Neosho 
and about the same distance southwest of Springfield, 
southward through Cassville and Washburn, in Barry 
county, Mo.; Bentonville, Fayetteville, Cane Hill, Van 
Buren and to Fort Smith, Ark. Such a road would give 
an outlet to a fine district in northwestern Arkansas now 
almost out of the world, but said to be naturally quite as 
attractive as Middle Tennessee or Kentucky. 


Maysville & Lexington. 

Contracts for three principal bridges on the Maysville 
& Lexington (Ky.) Railroad have been awarded to Irvine 
& Co., of Ohio. Contracts for the other work were 
made at the following rates: Twenty-three cents for ex- 
cavating dirt, and 144 cents per 100 feet for all hauling 
beyond 100 feet; bridge masonry at $10.75; culverts at 
$4 per yard; moving loose rock 50 cents per yard. Parks 
& Co. get the road from Carlisle to Paris; Mr. Rion the 
two miles next to Millersburg, and from thence Martin 
Higgins and Pat. Conner get three miles, ending near 
Myall’s; trom thence to Stoner not yet let; from Stoner 
to intersection of Kentucky Central Railroad, near the 
Winchester. Pike, to Mike O’Conner. 
lowa Midland, 

The roadbed for about ten miles westward from Lyons 
is now ready for ties and rails, and the work will go for- 
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ward as fast as paid-up installments will permit. It is 
thought that before the close of the present year the cars 
will enter Anamosa. 

Rockford, Rock Island & St. Louis. 

The road is about completed from Beardstown north- 
westward to Monmouth, and it is expected that the line 
will be completed to Rock Island by October. 

Chicago & Southwestern, 

The grading is nearly completed from Washington to 
Fairfield, 25 miles, and most of the bridges are raised. 
Five hundred men are at work on the line. Track- 
laying was commenced last Tuesday and is to be com- 
pleted to Fairfield by September. 

Laclede & Fort Scott. 

The work of grading the section between Lebanon 
and Buffalo, Dallas county, was commenced on the 4th 
inst., by Mr. Burgess, of St. Louis, the contractor. The 
counties between Lebanon and Fort Scott have sub- 
scribed enough, it is thought, to secure the grading of 
that part of the road. 

The Rock Island Bridge. 

On the 6th inst. bids were received and opened from 
the following companies, for the material and erection of 
the superstructure of the new Mississippi bridge at Rock 
Island: Detroit Bridge and Iron Works: Kellogg, Clarke 
& Co., Phenixville, Pa.; Smith, Latrobe & Co., (Balti- 
more Bridge Company); Keystone Bridge Company, 
Pittsburgh, Pa.; L. B. Boomer, Chicago, Ill. There was 
a variation of $70,000 between the highest and lowest 
bids. The award will be made in about three wecks. 

Port Huron & Lake Michigan, 

This road, which is to make a connection with the 
Peninsular Railway at Lansing, is completed from Port 
Huron west to Imlay, 35 miles. 

Baltimore, Pittsburgh & Continental. 

At a meeting of the incorporators and stockholders on 
the 13th inst. the matter of the proposed railroad was 
discussed, andit was resolved to proceed without delay 
to complete the survey from Belleville to Kenton, some 
60 miles in distance, and the following committee was 
appointed to carry out this object: L. T. Hunt, Gen. J. 
8. Robertson, David Richards, and Geo. J. Bell. 

Mansfield, Cold Water & Lake Michigan. 

Actual subscriptions to this proposed road have been 
obtained in Mansfield to the amount of $68,500, and 
enough to make it $100,000. It.is expected that $200,- 
000 will be raised in a few weeks. 

Southern Minnesota. 

A branch of this road from Lanesboro northwestward 
through Chatfield was projected some years ago, and 
was supposed to be as good as built; at least it was put 
down on most of the railroad maps and is shown on 
them to this day. But the project has been neglected of 
late and is but just now revived. The Chatfield Demo- 
erat says: “J.C. Easton has finally signed the contract 
“between the town of Chatfield and the Southern Min- 
“nesota Railroad. Therefore the coast is now clear, and 
“‘we may reasonably expect that the Lanesboro & Chat- 
“field Railroad will soon be built.” 


ELECTIONS AND APPOINTMENTS. 


—Jesse W. Crouse, formerly Superintendent of Tele- 
graph of the Pennsylvania Railroad, has been appoint- 
ed Assistant Superintendent of the Northwestern Tele - 
graph Company with headquarters at St. Paul, Minn. 


—Mr. H. Taylor, Paymaster of the Erie & Pittsburgh 
Railroad, has been elected Treasurer of the newly or- 
gonized Canada Southern Company. 


—B. H. Buck, late foreman of car shops, is appointed 
Master Car Builder of the North Missouri Railroad in 
place of J. P. May. 


—The newly elected officers of the Pittsburgh & Con- 
nellsville Railroad are Wm. O. Hughart, President; J. 
H. Page, Jr., Secretary and Treasurer; Benj. H. Latrobe, 
Chief Engineer. Directors—Wm. Oden Hughart, G. L. 
B. Fetterman, John Fleming, Wm. Philips, Wm. Bald- 
win, Pittsburgh, Pa.; Cyrus Meyers, Somerset, Pa.; 
Joseph Pennock, Philadelphia; Benj. Deford, John 
Hopkins, Hazeltine G. Vickery, Wm. H. Perkins, Israel 
Cohen, Baltimore, Md. 


—Ata special meeting of the Directors of the Mil- 
waukee, Manitowoc & Green Bay Railroad Company, 
held in Milwaukee on the 5th inst., the following officers 
were elected for the ensuing year: Hon. Joseph Vilas, 
of Manitowoc, President; Hon. 8. W. Cozzens, of New 
York, Vice President; ©. C. Barnes, of Manitowoc, 
Treasurer ; R. W. C. Merrington, of New York, Secre- 
tary. 

It is the intention of the company to have their grade 
completed from Milwaukee to Port Washington during 
the present month. : 


—The annual meeting of the stockholders of the La- 
fayette, Muncie Railroad Company was held at Lafay- 
ette, Ind., on the 4th inst., and resulted in the election 


of Adams Earl, Moses Fowler, John W. Burson, Jos. 8. 
8. Buckler, John Green, A. B. Given, H. T. Sample, M. 
L. Pierce, W. 8. Lingle, Owen Ball, John Opp, H. W. 
Chase, and W. J. Templeton, as director. 

Adams Earl was re-elected President, and E. M. Tal- 
bot appointed Secretary. Thos. Coleman was continued 
Treasurer, . 


—John E. Blunt, who for fifteen years past has been 
Civil Engineer of the Galena Division of the Chicago & 
Northwestern Railway, and is widely known in the West 
as a talented, careful, faithful and accurate engineer, has 
accepted an appointment as Chief Engineer of the Chi- 
cago, Aurora & Iowa Railroad, which isto be graded this 
season from Aurora most of the way to the Mississippi. 


—Wm. B. Strong, for some time past general agent of 
the Chicago & Northwestern Railway at Omaha, has 
accepted an appointment as General Freight Agent of 
the Burlington & Missouri River Railroad, in place of 
George C. Morton, who has resigned. Mr. Strong is a 
rajlroad man of unusual ability and energy. Last fall he 
declined an appointment as Superintendent of the Rock- 
ford, Rock Island & St. Louis Railroad. Of Mr. Morton 
the Burlington (Gazetie says: “Mr. Morton is a young 
“man of fine attainments, with large railroad ex- 
“ perience, and is capable of filling any railroad position. 
“ His many friends here will learn with regret that] he 
“ contemplates leaving for another field of railroad use- 
“* fulness.” 

—At a meeting of the stockholders of the Rock Falls 
& Chicago Railroad Company held at Rock Falls (oppo- 
site Sterling, [ll.,) June 29, 1870, the following named 
persons were elected Directors: Almon Wheeler and A. 
P. Smith, of Rock Falls; W. A. Sanborn, Lorenzo Hap- 
good and Thomas A. Galt, of Sterling. At asubsequent 
meeting of the’ Board of Directors A. P. Smith was 
chosen President, Thomas A. Galt Vice President, W. 
A. Sanborn Treasurer and Lorenzo Hapgood Secretary. 
A correspondent writes that “This road, if built now, 
“ will be built in the interest of a road now mainly com- 
“pleted and looking for an outlet to Chicago.” 


—The office of General Ticket Agent having been 
abolished on the Indianapolis, Cincinnati & Lafayette 
Railroad, Mr. A. E. Clark, who has occupied the position, 
will henceforth assume the position and title of Chief 
Ticket Clerk. All freight ticket reports, or any business 
relating thereto should be addressed to him. F. B. Lord 
remains General Passenger Agent. 


—At the annual meeting of the stockholders of the 
Hastings & Dakota Railway company, on the 14th 
inst. the following named persons were elected directors : 
Wm. G. Leduc, Oakes Ames, Alex. Mitchell, Russel 
Sage, Julius Wadsworth, W. 8. Gurnee, N. A. Cowdrey. 
F. P. James, and L. P. Morton. All except the first 
two are directors of the Milwaukee & St. Paul Com- 
pany. 

—The following appointments of Division Superin- 
intendents of the Atlantic & Pacific Telegraph have 
been made: C. G. L. Goodwin, of the First Division, 
from New York to Albany and Buffalo, with head- 
quarters in New York; E. O. Waite, of the Second 
Division, from Buffalo to Chicago, with headquarters 
in Chicago; J. J. Dickey, of the Third Division, from 
Chicago, to Ogden, Utah, headquarters at Omaha; F. 
L. Vandenburgh, of the Fourth Division, from Ogden 
to San Francisco, and all lines of the company on the 
Pacific coast, headquarters at Sacramento. 


—A circular from John W. Bofinger, President of the 
St. Louis & New Orleans Packet Company directs that 
all correspondence relative to the passenger business, re- 
port of ticket sales, remittance of balances, and drafts 
for balances, heretofore sent to E. B. Byington, must be 
sent to the President, John W. Bofinger, until further 
notice. This company aecepts all tickets issued ota the 
Atlantic & Mississippi Steamship Company, and the cir- 
cular includes tht company’s business. 

The Memphis & St. Louis Packet Company has issued 
a similar circular. Reports, remittances and drafts re- 
lating to its passenger business should be sent to John A. 
Scudder, its President, instead of E. B. Byington as 
heretofore. 


PERSONAL. 





—On the occasion of the resignation of 8. 8. L.Hom- 
medicu, President of the Cincinnati, Hamilton & Dayton 
Railroad Company, on the 4th inst., after twenty-two 
years continuous service, the employes of the road, and 
of the Dayton & Michigan, and the Cincinnati, Rich- 
mond & Chicago roads, presented him a handsome gold 
hunting-case Nardin watch, with a fine, heavy neck- 
chain, a beautiful diamond pin, a pair of sleeve buttons, 
with the monogram “L’H.” set with small diamonds. 
Accompanying them was a parchment, with the names 





of the donors, and a simple inscription, closing with 











“hoping that they may be in the future a remembrance 
of by-gone days.” Mr. L’Hommedieu also received a fine 
tobacco box, the personal gift of his successor, Mr. D. 
McLaren. 

—Alexander H. Lewis, Vice President of the Ohio & 
Mississippi Railroad Company, died in Cincinnati on the 
3d inst., of consumption. Mr. Lewis was born in Ed- 
wards county, Illinois, in 1822, but early in life removed 
to Cincinnati, which was’his home for most of tne time 
thereafter. He commenced his railroad experience as a 
conductor on the Little Miami Railroad, and eventually 
became Assistant Superintendent of that road. He went 
to the Ohio & Mississippi Railroad eight or ten years ago 
as Superintendent of the Eastern Division. He was 
afterwards General Superintendent, and retired from 
that active position only a few months ago, when he was 
elected Vice President. The Cincinnati Commercial 
says of him: ‘“ None who knew him well, not to say 
“intimately, could fail to recognize in him extraordinary 
“ qualities of self-command under all circumstances, the 
“ mildness and kindness of an even temper, and a genial 
“disposition. Those associated with him in business 
“knew him as an indefatigable and untiring worker, 
“always true as steel to interests intrusted to him, and 
“exacting, but none beyond the point of justice, in his 
“demands upon those under him.” 





TRAFFIC AND EARNINGS. 


—It is estimated by the Buffalo Commercial Advertiser 
that the New York Central & Hudson River Railroad 
will-earn this year (year, ending Sept. 30,) from $23,000,- 
000 to $24,000,000, while the charges upon their stock 
and bonds, including the sinking fund of the latter, 
amount to only $8,500,000. The net income to the $90,- 
000,000 stock and scrip will be nearer 11 per cent. than 8 
per cent. 





—The total revenue of the railways of British India 
last year was 5,512,9162. as compared with 5,145,957/. in 
1868. The mean extent of line open in 1869 was 4,128 
miles. The average weekly receipt per mile worked last 
year was 25/. 11s., as compared with 25/. 2s. in 18g8. 

The earnings of railroads reported weekly or montbly 
are only approximate, returns not being full enough to 
make them accurate until some weeks after the time re- 
ported for. This is especially true of car service on 
foreign roads. A striking example of the difference be- 
tween estimated and actual earnings is shown by the re- 
ports of the Chicago, Rock Island & Pacific Railroad, as 
given month by month, compared with corrected report 


for the year, published with the annual report, Both 
are given in the table below: 

Earnings fer 

Earnings reported same mooths, 

monthly during given in the 

the year. Annual Report. 

$302, S385. 585 

419,000 440,932 

508,000 523,841 

440,300 455 606 

480,900 632,052 

579,000 T6664 

’ 581,000 584,155 

November.............++. 475,600 479,236 

an poocedcececoesdecesese 387,700 3Y3,468 

1870. 

TONGA... 2 csccsscccccocccsccce 362,800 401,275 

FODCRALY .... cccccscccccccccvess 398,20 440,654 

PRONG. cccccccccccccccccsccceces 443,700 500,393 

6,439,100 5,096,266 

—The Connecticut River Railroad extends from 


Springfield, Mass., northward 50 miles to South Vernon, 
Vt., with a branch 244 miles long from Chicopee (four 
miles north of Springfield) to Chicopee Falls, and another 
branch, one mile long, from Holyoke Depot (cight miles 
north of Springfield) to South Holyoke. The earnings 
of this road for the years ending November 30, 1868 and 
1869, were as follows: 











passe ye $257 40M 81 
From WEB. ocesccvocceccees 0 ecvecceces $274,363 34 57,44 8 
From ate 8606400000006090000000000000000 314,725 14 «=: 333,878 65 
From mails.... — 5,900 23 6,068 49 
From CXPPesS........0seecceesececccsesseeees 17,083 40 14,501 89 
POG FORM. ......ccccccccccces covcscccccccene 7,186 58 7.758 6 
$619,348 69 $649,196 49 
BXpenses.......ccecercccrcccsecee cen ccesees $380,842 61 $393,442 77 
Not Garmings.............scecccccccescnsseves $239,006 08 $255,753 72 


The company have 16 locomotives. Miles run by pas- 
senger trains, 163,567; by freight, etc., trains, 143,409— 
total, 306,976. Number of passengers carried, 750,793 ; 
do. carried one mile, 8,923,930. Tons of freight carried, 
279,212; do. carried one mile, 6,780,348. Earnings per 
mile of road, $12,249. Earnings per mile run, $2,114. 
Net earnings per mile run, 83.3 cents. Percentage of 
expenses to earnings, 60.6 per cent. 

—The Chesapeake & Delaware Canal extends from 
Delaware City, Delaware, westward to Black Creek, Md., 
135 miles, and unites by a channel ten feet deep the 
heads of Delaware and Chesapeake bays. The revenue 
for the year ending May 31, 1870, was as follows: 


Prom tOls.... 20. cccccccccccsvccccccccccsccssecsscssessees $414,202 95 
From all other BOUrCeS. ... 0... 6.5 cece cee ee errr weet ere cees 612 OF 

$419,815 02 
Expenses and interest on fanded debt......-..-0-.seceeees 256,755 39 
Net carnings Eesescocee Shadudeenedssedetsoones be tennnsdenea $163,069 63 








THE RAILROAD GAZETTE. 


{JuLy 16, 1870. 











PUBLISHED EVERY SATURDAY. 








CONTENTS. 
Page. Le Page. 
A Continental Tank Loco- ELECTIONS. 
motive. ere eee 361} Cincinnati and its Railroad 
Connections ..........-- 


Railroad Expenses and Re- 
ceipts in 1859 and 1869. .366 


CoNTRIBUTIONS. 
A Chapter on Railway Ac- 


cdents, by Wm. 8. Hun- = Pacific Railroad 
Cimg*tOM........ccccceeses 361 irks 2 562 cdastnosaneend 
The mg of bt Mee 
LECTIONS. on the Amount of Travel.: 
™ ‘A. Mountain Railway a... New Rolling Mill at Joliet.374 
Hungary......0.scseee 008 
The Propaced NewDayton (| GENERAL RAILROAD NEws. 
& Cincinnati Railroad ..362 Old and New Roads.......367 
The International —. Elections & Appointments.369 
06 BB cin cies nes MPOOREL. .... .cccescesseces 369 
The Hannibal Bridge Traffic and Earning 369 






Farewell Address of Pres- 
ident L’Hommedieu.. . .363 

The Suspension Bridge & 
Erie Junction Railway. .363 

Suspension Bridges... 363 


Register of Earni 

Locomotive Statistics 

Mechanics and Engineer- 
ee ankinhonsnene toed 373 








The Fairlie Engine .......364| EpITORIA 
Aspinwall and the Panama Chicago. & ow a Lake 
a 364 Shore Railroad.......... 37 
Ladies in Sleeping Cara. ..364 Indianapolis, segomsingten 
= Sees Southern Rail- & Western Railway......370 
osbaeuecgss beng ieee 6s | The Ilinois Central in 
The. Railroads Resume | NE asia nasa sche ners 370 
Specie Payments....... 365 | The Northwestern Con- 
The Great Western’s New struction Company...... 371 
eS ee. The Master Car Builders’ 
Judge Barnard’s  Injune- Association............ ST 
tion of the Lake Shore 
& Michigan Southern. ..866| CH1cago RAILROAD NEws. 372 
On Rolling Rails.......... 366, 








Editorial Announcements. 





Correspondence.— We cordially invite the co-operation of the 
Railroad Public in affording us the material for a thorough 
and worthy Railroad paper. Railroad news, annual reports, 
notices of appointments, resignations, etc., and information 
concerning improvements will be gratefully received. We make 
it our business to inform the pudlic concerning the progress of 
new lines, and are always glad to receive news of them. 


Articles.—We desire articles relating to railroads, and, if 
acceptable, will pay liberally for them. Articles concerning | 
railroad management, engineering, rolling stock and machinery, | 
by men practically acquainted with these subjects, are especially 
desired. 
13F" Our Prospect 

on the last page. 


and B 





s Notices will be found 








CHICAGO & MICHIGAN LAKE SHORE RAILROAD. 


This company has a road in operation from New Buf 
falo, Michigan, northward along the lake shore to St. 
Joseph, and had made arrangements for building further 
northward along or near the lake shore to a point a few 
miles east of Grand Haven. There ,it was intended to 
form a junction witha railroad now in course of con- 
struction from Grand Rapids westward to a point near 
the lake, and thence northward through Muskegon, 
Whitehall, and Pentwater to Manistee. The latter road 
was called the “Grand Rapids & Lake Shore Railroad.” 
Both were projects of the Michigan Central Company. 

It is now announced that the two corporations will be 
consolidated under the name of the “Chicago & Michi- 
gan Lake Shore Railroad Company.” The road is to be 
completed and in operation from New Buffalo to Pent- 
water, and from Grand Rapids to a junction with this 
line by the 1st of January next, and it is probable that 
it will be extended to Manistee within six months there- 
after. A. H. Morrison of St. Joseph, President of the 
company, has made a contract with the firm of Hale, 
Ayer & Co., of Chicago, for all the spikes, bolts and 
fish-joints for the line as far as Pentwater, to be delivered 
by the 1st of November. 

Under this arrangement the road becomes one of the 
most important in Michigan. It will have a trunk line 
from New Buffalo close to the lake shore as far north 
as Manistee, likely to be extended as the country further 
north becomes more populous. The line to Grand 
Rapids will then form a branch of the main line, giving 
a short—-very nearly the shortest possible—route between 
Chicago and Grand. Rapids, and giving Detroit, through 
the Grand River Valley road, direct access to all the 
western border of the State, from which it is now almost 
cut off. 

The entire length of the main line from New , Buffalo 


to Manistee will be not less than 180 miles, and the | 


branch to Grand Rapids will be about 20 miles long. 
The distance from Chicago to Grand Rapids by this route | 
will be about 170 miles; to Muskegon, a little less; to 
Pentwater, 220 miles; to Manistee, 250 miles. 


The road will reach a country which is growing in | 
population and wealth faster than any other part of | 


Michigan. Contrary to prevailing opinions, a large part 
Traverse Bay, is a very fine farming country, and, 
throughout its whole extent, near the lake, 
favorable to the production of fruit. 


is very 


to call attention to the importance of its lumber business, 


this eastern shore of Lake Michigan. The business of 
this coast is with Chicago. Here it sells its lumber and 
here it purchases its supplies. The new road will be 
especially a Chicago road, andit is probable that its 
trains will run regularly to and from Chicago. 








INDIANAPOLIS, BLOOMINGTON & WESTERN 
R 


AILWAY. 





The officers of this company, as was announced some 
weeks since, celebrated the opening of their road from 
Pekin to Danville, Illinois, last Friday and Saturday ina 
manner that will probably be profitable to the company 
and which was certainly agreeable to the various mem- 
bers of the press invited to participate in the excursion. 
The road is at present completed from Indianapolis to 
Crawfordsville, Indiana, forty-two miles, and the track 
is laid ten miles further west. The bridge over the Wa- 
bash, at Covington, a Howe truss, is building under the 
superintendence of Messrs. Wells, French & Company 
of Chicago. The gap of forty-four miles between Craw- 
fordsville and Danville is being rapidly closed up by the 
contractors, B. E. Smith & Co., who expect to complete 
their work as early as next September. By that time 
too, the one hundred and seventeen miles now in opera- 
tion between Danville and Pekin will be in the most 
perfect condition. About three-fourths of the line is 
smooth and well ballasted and the work is being done in 
the most thorough manner. Several of Mr. Lunt’s 
gravel plows for unloading gravel cars (lately described 
in these columns) are in use and give general satisfac- 
tion. Mr. Lunt is at hand superintending their work- 
ing, and the officers of the company are naturally warm 
in the praise of a device which so remarkably economizes 
time and labor. 

The final western terminus of the road is not definitely 
settled. Negotiations are pending with the Peoria, 
Pekin & Jacksonville Company for the use of their track 
| from Pekin to Peoria, but it is not likely that this ar- 
rangement will be made, and in this event the company 
will build a bridge over the Illinois river at Pekin and 
extend their line eight miles to a junction with the 
Peoria branch of the Chicago, Burlington & Quincy, 
four miles from Peoria, and send their business westward 
over this line. The eastern connection is for the present 
at Danville with the Toledo, Wabash & Western. The 
eastern disconnected forty-two miles of the road is in 
operation and runs into the Lafayette, Cincinnati & 
Indianapolis depot at Indianapolis. . Their permanent 
depot accommodations at that point are uncertain. 

In securing the rolling stock of the company a _ policy 
has been adopted which is, as far as we know, entirely 
new. All the car wheels, journals, and journal bearings 
are exact duplicates of each other, so that, as is often 
the case, when these parts of the machinery become un- 
fitted for one portion of the service they may be readily 
transferred to the other cars and still do advantageous 
work. The driving wheels and other parts of the 
locomotives are also duplicates, the advantages of which 
are obvious and generally recognized in well regulated 
shops. The rolling stock consists of twenty-three loco- 
motives of uniform capacity, built at the Rhode Island 
Locomotive Works, and about four hundred cars of all 
kinds, from Jackson & Sharp's shops at Wilmington, 
Delaware. The passenger cars are both elegant and 
comfortable and with such high ceilings as to give one 
the impression that the problem of ventilation is at last 
solved—by enclosing “all out-doors.” 

The shops now being built at Urbana it is intended 
shall be as perfect as possible in their appointments for 
doing good and economical work; at any rate they 
should be, under the supervision of two as able men as 
Mr. King, the Chief Engineer and Mr. Otis, the Master 
Mechanic. The main shop’will be 100 by 45 feet, with 
an L attached, 50 by 35 feet. The blacksmith shop, 
stationary engine room and boiler ro# will be under 
one roof, 60 by 40 feet. A brick round-house will con- 
tain eighteen stalls. The car house, now completed, 
covers a space of 200 by 45 feet. At Pekin there will be 
| built this season a car house 220 by 50 feet, and a round- 
| house to accommodate ten locomotives. 
| The advantages which the company possesses for get- 
ting fuel on the line of the road are very unusual. Two 
| miles east of Pekin, veins of excellent coal have been 

discovered, and a company has been formed which has 
| bound itself to supply the railroad company for ten 
| years at such a low price as will scarcely more than 
cover the cost of mining. Also, three miles west of 
Danville, John C. Short & Co. are mining a coal bank, 








| Close to the line of the road, from which they supply | 
of the country near the lake shore as far north as Grand | 


the company their best quality at one dollar and eighty 
; cents per ton, 
the heaviest items of running expense is almost done 


It is not necessary | away with. 


for the largest supplies of the Chicago market come from | 





The following stations and distances on the western 
division may be of interest as they have not heretofore 
been published : 





Miles.| Miles 
Toledo, Wabash & Western haw bhienaenineewinstinekae 65.7 

errr Mi n6 5065005002055 ke cece vee 74.2 
West Danville a:0llinois — Junction. .... 79.7 
puiecy eee 5 8. Bloomington................. 81.1 

Oakwood ... 9.2. Chicago & alton Junction 81.9 
eR eee 14.4;Danvers............ Conecesece 91.5 
_ are 18.7 Mackinaw .................., 101 
ee eee os BBITHOMONE. .cccecccstcececteces 108 
Wr itne cb2ccnsccctnenctens i ER: 1.5 
Champaign .................. 33.9/Chicago, Pekin & Southwest- 
Re 44.2; ern Junction............... 115.5 
Mansfield ........ 5 MUL ac cbacne-cyscncsronace 117.5 
ree ee ey 57.2 


The general offices of the company will be located at 
Urbana, where there is to be constructed a four-story 
building, 105 by 64 feet, which will afford hotel accom- 
modations, waiting rooms, ticket offices, etc., and here, 
among other officers of the company, may be found Mr. 
Clark R. Griggs, President; J. S. Oliver, General Super- 
intendent ; Thomas King—as the gentleman himself ex- 
presses it, “plain Thomas King ”—Chief Engineer; H. 
C. Diehl, General Freight Agent; John T. Otis, Master 
Mechanic; and there may also be found—and, as Cap- 
tain Cuttle advises, “when found make a note on’t”— 
the General Ticket Agent, Mr. N. E. Scott. 








THE ILLINOIS CENTRAL IN IOWA. 


The last rail has been laid on the Iowa Falls & Sioux 
City Railroad, and there is now a continuous line of rail 
from Dubuque to Sioux City. Although the last rail has 
been laid, the road is not yet completed, and until it has 
been put into satisfactory condition, the Ilinois Central, 
which has a contract to lease the road, will not accept it 
and operate it, and it is not likely that the entire line 
will be operated as one road for some weeks yet. Very 
soon, however, the contractors are likely to put on 
trains which will run regularly and afford tolerable 
accommodations for passengers and freight to and from 
way stations. 

The road thus opened for business extends from Fort 
Dodge to Sioux City, a distance of 187 miles, and the 
country through which it passes has no other outlet. The 
nearest parallel line is the Chicago & Northwestern, 
which at its nearest point is 85 miles south. On the 
north, the Milwaukee & St. Paul Company has a line 
completed from McGregor to Mason City, which it is 
extending across Iowa. So far as completed it is from 
36 to 50 miles north of the Dubuque & Sioux City 
line, and it will be nearly parallel with this line in its 
westward extension, though it may approach within 
twenty miles about fifty miles west of the Dakota boun- 
dary. The Sioux City & Pacific will compete with it 
for business at Sioux City, but scarcely at all for any 
other business, as its course is southward, and the Du- 
buque line northward from Sioux City, and twenty miles 
west of Sioux City they are nearly forty miles apart. 
From Sioux City to Fort Dodge, 137 miles, there is no 
cross road, and we may say, none is likely to be con- 
structed very soon. At Lemars, 23 miles northwest of 
Sioux City, the St. Paul & Sioux City road is expected 
to form a junction, and to use the track of the Dubuque 
road thence to Sioux City. At Fort Dodge the line will 
be crossed at right angles by the line of the Des Moines 
Valley Railroad, which is likely to bring much business 
and take away very little. The next crossing is at 
Ackley, 60 miles further east, where the Iowa Central 
crosses it. This is also a north and south road, and not 
in any sense a competing line, though it may compete 
with the Cedar Valley Branch of the Dubuque & 
Sioux City line, which diverges near Cedar Falls, 
34 miles east of Ackley, and is completed to 
the Minnesota line directly south of Austin. It is re- 
ported that the Milwaukee & St. Paul will connect their 
Minnesota line from this point with the Iowa Central, 
and give as little as possible to the Dubuque road. On 
the other hand, there is a probability that a new 
road will be built from St. Paul through Mantor- 
ville to connect with this Cedar Valley Branch, 
and this will render it altogether independent, and open 
an independent route for business between St. Paul and 
Dubuque and St. Paul and Chicago. Moreover it is 
likely, and that very soon, to have connections to the 
South, which will enable it to obain a large share of the 
traffic between Minnesota and St. Louis. 

The Dubuque Southwestern Railroad, which diverges 
at Farley, 22 miles west of Dubuque, is a feeder of the 
main line. 

Like the other Iowa railroads parallel to it, this rail- 
road extends through a country of remarkable fertility, 
almost every acre of which is cultivable. It has very 
few swamps, scarely a foot of barren land, and but a 
small area of woodland. Moreover its products are of 
the kind which give the heaviest traffic, It is more than 





| any other,part of Iowa yet developed a wheat country. 
At such prices for fuel as these one of | While the roads south of it are likely to transport more 


corn and stock, it will, doubtless, very soon carry more 
wheat than any of them. On the western half of this 
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line most of the country is still unoccupied, but is settling 
very rapidly, and with its new facilities for transporta- 
tion it presents attractions to immigrants scarcely 
equalled elsewhere. In a very few years we may expect 
to see the whole country on the line utilized—either cul- 
tivated or pastured—and producing for export an amount 
of agricultural products which will give the road very 
heavy traffic. 

In all this, we have considered only the local business 
of the road. Its through business it must share with 
the Chicago & Northwestern and its Sioux City connec- 
tion, the Sioux City & Pacific. That business is already 
considerable, including the largest part of the shipments 
to and from the Upper Missouri and the mining regions 
of Montana. Its increase will depend on the settlement 
and prosperity of Dakota and Montana, which, if we 
may trust the reports, are more attractive and more gen- 
erally cultivable than the districts further south. With- 
out waiting for this, we may be sure that the Dubuque 
& Sioux City road, and the Illinois Central Company 
which is to operate it, will have a large and profitable 
traffic, and that the country on the line and the city of 
Chicago will be greatly profited thereby. 











THE NORTHWESTERN CONSTRUCTION COM- 
PAN 





This is the name of the association of contractors who 
have taken the contract to construct the Northern Pa- 
cifig Railroad from the head of Lake Superior across the 
State of Minnesota to the Red River of the North. 
From an article in the Minneapolis Tribune we learn 
that this company consists of John L. Merriam, of St. 
Paul; D. C. Shepard, of Minneapolis; A. P. Balch, of 
Hanover, N. H.; Dorilus Morrison, of Minneapolis; 
Wm. W. Eastman, of St. Anthony, Minn.; George A. 
Brackett, of Minneapolis; John Ross, of Missouri; 
Donald Robinson, of Canada; Ferdinand E. Canda, of 
Chicago; and Henry R. Payson, of Chicago. 

Mr. Morrison, who is President of the company, was 
Vice-President of the Minnesota Valley Railroad Com- 
pany in its early days and had charge of the construction 
of its road. He is still its Vice-President. He is an 
energetic man of large wealth. 

D. C. Shepard, is Vice-President of the company. He 
has had charge of the operations of the Minnesota Con- 
struction Company, which is building the Northern 
Pacific Railroad, and is also Superintendent of the Lowa 
& Minnesota and Iowa & Dakota divisions of the Mil- 
waukee & St. Paul Railway. He is thoroughly ac- 
quainted with railroads and railroad operations, and has 
unusual administrative ability. 

A. P. Balch, is General Manager. He has been a con- 
tractor for more than twenty years, and has built rail- 
roads in Canada, Vermont, Michigan, and other States. 

Dorilus Morrison, the Treasurer, is one of the wealth- 
iest citizens and most successful business men of Min- 
neapolis. 

Wm. W. Eastman is a member of the Executive Com- 
mittee. 

George A. Brackett is General Agent of the Northern 
Pacific Railroad Company and a man of wonderful 
energy. 

John Ross is an old contractor who has done a large 
amount of work of various Canada railroads, the Han- 
nibal & St. Joseph, and the Kansas Pacific. He has 
charge of the Eastern Division, which extends from the 
junction with the Lake Superior & Mississippi Railroad 
to a point beyond the Mississippi. 

Donald Robinson has been engaged in railroad busi- 
ness for more than thirty years and has gained a wide 
spread reputation and considerable wealth as a con- 
tractor. To him will be entrusted the superintendence 
of the construction of the Western Division. 

Ferdinand E. Canda is a well known bridge and lock 
builder and contractor of Chicago. His special knowl- 
edge of bridge construction must prove of great value 
to the company. 

Henry R. Payson, of Chicago, is a member of the 
Auditing Board and of the Executive Committee. He 
is @ man of business ability and financial experience, but 
has not been known heretofore as a railroad man. 





The Master Car Builders’ Association. 








At the meeting of this Association last month a com- 
mittee was appointed to report topics for discussion at 
the next annual meeting, which will be held in Rich- 
mond next June. The "committee consisted of: R. 8. 
Ramsey, of the Pennsylvania Railroad, Joseph Jones, of 
the New York Central & Hudson River, 8. J. Hayes, of 
the Illinois Central, James McGee, of the Pittsburgh, 
Cincinnati & St. Louis, and V. D. Perry, of the Hartford 
Providence & Fishkill. Their report which was adopted, 
is as follows: 


Your committee appointed to report subjects to this 
convention for reference to its various committees, on de- 


tails pertaining to our profession, beg leave to submit the 
following : 

1. Can the dead weight in the present form of passen- 
ger and freight cars be reduced with safety, and the cost 
of transportation be thereby lessened, and would not the 
adoption of some other material than wood, in the con- 
struction of passenger and freight cars, secure greater 
strength with less weight tfan we now have? 

2. What is the best method of heating and ventilating 
passenger cars, to secure safety from fire in case of acci- 
dent, and freedom from dust and cinders? 

3. What is the best method of preventing loss of links 
and pins from railroad cars? 

4. What is the best and most economical form of oil- 
box and journal bearing for passenger and freight cars, 
one that will insure freedom trom overheating, and econ- 
omy in the use of oil? 

5. What is the best and most economical wheel and 
axle for use under passenger and freight cars, and at 
what pressure per square inch should wheels be forced 
upon axles? 

6. What is the best and safest method of hanging 
brakes on passenger and freight cars, and what is the 
best method of applying power to the brake to insure 
safety and economy in the running of trains? 

7. What is the best and most economical form for 
journal and centre-motion spring for passenger and 
freight cars? also, the best plan of application for se- 
curing an easy motion to the car, and thereby economize 
in the repairing of cars and of truck? 

8. What kind and form of roof is best for box and 
stock freight cars? 

9. What should be the standard number of threads to 
the inch for different sized bolts, and what should be the 
thickness of nut in proportion to the size of bolt? 

10. What is the best platform for passenger cars, and 
the hest method of coupling cars so as to prevent tele- 
scoping in case of collision or other accident? 

Your committee beg to suggest the propriety of re- 
quiring the committees appointed to investigate the 
various subjects to prepare a schedule of questions re- 
ferring to their particular subjects, and forward copies 
of the same to all of the car masters and manufacturers 
of the country, requesting their views in relation to the 
different matters. 

The President appointed the following committees to 
report on the several subjects of discussion : 

On Dead Weights—C. F. Scovill, Illinois Central, 
Chicago, Ill.; J. N. Mileham, Buffalo & Erie, N. Y. ; 
Ruel Dean, Boston & Albany, Boston, Mass. 

On Ventilation—John Kirby, Lake Shore & Michigan 
Southern, Adrian, Mich.; M. P. Ford, Little Miami, Cin- 
cinnati, Ohio; G. W. Demarest, Northern Central, 
York, Pa. 

On Links and Pins—George Dunham, Union Trans- 
portation Company, Philadelphia, Pa. ; William John- 
son, New York Central & Hudson River, Buffalo, N. Y. 
E. Lockwood, Camden & Amboy, Bordentown, N. J. 

On Oil-Boxes and Journal-Bearings—William Cleave, 
Cleveland, Columbus & Cincinnati, Cleveland, O.; J. B. 
Somerby, Eastern, Salem, Mass. ; J. Marquis, Pittsburgh, 
Fort Wayne & Chicago, Alleghany, Pa. 

On Wheels and Axles—C. A, Smith, Erie Railway, Jer- 
sey Cit y N. J.; H. M. Perry, Cheshire Railroad, Keene, 
N. H.; 1. W. Van Houten, Pennsylvania, Philadelphia, Pa. 

On Brakes—R. 8. Ramsey, Pennsylvania, Pittsburgh, 
Pa.; James Jones, New York Central & Hudson River, 
Albany, N. Y.; Hugh Gray, Chicago & Northwestern, 
Chicago, IIL. 

On Car Springs—Enos Varney, Fitchburg Railroad, 
Charlestown, Mass.; Samucl Frost, Georgia Railroad, 
Union Point, Ga.; James McGee, Pittsburgh, Cincin- 
nati & St. Louis, Steubenville, Ohio. 

On Car-Roofs—William Campbell, Chicago & North- 
western, Clinton, Ia.; George Shattuck, New Orleans, 
Mobile and Chattanooga, Mobile, La.; N. L. Davis, Rut- 
land & Burlington, Rutland, Vt. 

On Standard Size of Bolts and Nuts—V. D. Perry, 
Hartford, Providence & Fishkill, Hartford, Ct. ; on 
Hackett, Central of New Jersey, Elizabethport, N. J.; R. 
Hitchcock. Connecticut River Railroad, Springfield, 
Mass. 

On Platforms and Nag gy 8S. Baker, New 
Jersey Transportation Company, Jersey City. N:. J. 
Richard Attridge, Cleveland, Columbus, Cincinnati & 
emey ae Indianapolis, Ind.; E. A. Olmstead, Long 
Island Railroad, Hunter’s Point, L. I. 

M. C. Andrews, of the New York Central & Hudson 
River, Leander Garey, of the New York & Harlem, C. 
D. Mills, of the New York Central & Hudson River, C. 
F. Scovill, of the Illinois Central, and R. 8. Ramsay, of 
the Pennsylvania Railroad, were also appointed a com- 
mittee to report at the next meeting on the best manner 
of painting passenger and freight cars. 

Mr. F. D. Adams, of the Boston & Albany Railroad, 
President of the Association, called the attention of 
members to the importance of a uniform name for each 
article used in the construction and repair of railway 
cars. Most of the members expressed themselves 
as haying often received a telegram from some 
brother car builder calling for some article familiar to 
all, but calling it by some name not used by the party 
addressed, thereby causing much delay and trouble. 
After much discussion, and some very decided views ex- 
pressed upon this matter, it was moved that a committee 
of three be appointed to prepare a dictionary of terms 
applicable to car-building and repairs, and report at the 
next annual meeting. Messrs. James McGee, of the 
Pittsburgh, Cincinnati & St. Louis Railroad, Hugh 
Gray, of the Chicago & Northwestern, and M. C. An- 
drews, of the New York & New Haven Railroad, were 








appointed as such committee. 


REGISTER OF EARNINGS. 


FOR THE THIRD WEEK IN JUNE. 











Cleveland & Pittsburgh, (203 mites) Sn chbenespnceseces $54,614 
- - (208 miles) 1869. .........0....05 49,693 11 
URNS CEP I Bian c0cees o0sccecccccecnss000ces $4,922 43 
FOR THE MONTH OF JUNE. 

Michigan Central, (329 miles) 1869...............c0c0c00s $366,623 19 
” ” (424 miles) 1870......... Od00ceccecdsee 363,187 12 
BDOCPERAO CROP OOED bcc cccd vcccccececcccsccccsses $3,436 12 
Chicago & Alton (465 miles) 1870 |... . cee eee cee eeeceee $411,986 
- rT DUE kh) shaderciovseiecasnanase a 
EmOrORS (HUE POF GOME.).... 2. rrccccccccesescrsecens $9,192 
Chicago & Northwestern, (1,157 miles) 1869................ $1,258,284 
™ * (1,157 miles) 1870................ 1,154,029 
DeeORD GE GOP Gee sccscccccvccscccccccssce $103,755 
Chicago, Rock Island & Pacific (608 miles) 1870........... $' 20,512 
‘ - (594 miles) 1869........... 523,841 
BAGPONES (0 UR GUIID. 0:00 cnc cscbicsiteeccecvcsccccs ‘ $5,671 
Milwaukee & St. Paul, (986 miles) 1870...............+00. $755,737 
- ” (825 miles) 1869 ............eee eee 678,800 
BD Gree WT nd nbc ccccbesdcontesavccsece $76,987 
Ohio & Mississippi, (393 miles) 1870.......... 6c... cc eeee $249,087 

* * GORGE) TERR ec ccsccccccsccccsscces ‘ 
Tecrenss (1196 per COME)... 6... .ccccccccccsceccccccce ORC TBE 
Marietta & Cincinnati, (251 miles) 1969.................45 $118,648 
- “ (251 miles) 1870... ........cseecees 111,117 
Decrease (644 per cent.).............005 o-e8e0e00 $7,581 
Indianapolis, Cincinnati & Lafayette (289 miles) 1870. ..... $159,522 02 
o 96 = (302 miles) 1869...... 132,739 85 
Increase (80 16 per Comt) 2.0. coccecccccccecceseccccs $26,782 17 
Pacific of Missouri, (355 miles) 1870. .........6.cceeceenee . $263,928 
ee FRR Ee BEE o cocceccvcccccececoccce 249,349 
Bnpentd SS OOP COMB). oie cecccccescescscccscccene $13,979 
St. Louis & Iron Mountain, (210 => es: $116,242 27 
” ~ " (210 miles) 1869............... 80,019 00 
Increase (4534 per Comts)...:Ticccccccccccccccscccces $36,223 27 

FOR THE FIRST WEEK IN JULY, 

Chicago & Northwestern (1,157 ont Mbbésbsebeneetenss $249,020 

” ” (1,187 miles) 1869 ....... csc. cee \ 
PE viddeakersenssamnbneetad: abbbehnseensecesonss re 
Chicago & Alton (465 miles) 1870... 2.2.0.0... 60. ceeeeeeeee 276 78 
* FO GB Baie occ cccccvecccvecccccscces 82,507 62 
IRONS FEE GI Bons 0.06000 400si00seseecccnccess “$5,769 16 








—Preparations are being made for a general reduction 
in the fares for all classes of passengers on the Prussian 
State railways, which are to be uniform throughout the 
North German Confederation, and the new tariff will 
come into operation at the same time as the alteration in 
the unit of measure. On the 1st of January next the 
metrical decimal system of weights and measures, which 
since the beginning of this year is in permissive use, 
will then become compulsory in all the twenty-two 
States of the Confederation, and then there will be no 
more “German mile,.” but simply metres and kilometres, 
as in France, Belgium, Italy and Switzerland. It cannot 
be said that railway traveling in Germany even now is 
excessively dear, when first-class fares—which the Ger- 
mans say are only paid by “ Princes and Englishmen”— 
are not more than 14d. per English mile; but notwith- 
standing this very moderate charge, the price is to be 
lowered 20 per cent. Thus, the fares are to be reduced 
in first-class carriages from six groschens to 5 groschens 
per German mile; for second-class, from 444 to 31g 
groschens; and for third-class, from 3 to 2 groschens, 
The reduction for fourth-class passengers has not yet 
been definitely settled, but it will probably be from 
its present rate of 11¢ groschens to 1 groschen, or less 
than a farthing per English mile; these are the charges 
on all ordinary passenger trains. On the other hand, 
the charge for passengers by mail and express trains, 
which is now one-third more than by the ordinary ones, 
will be only one-quartcr more, and a similar proportion- 
ate reduction will be made on return tickets. 








—M. M. Kirkman, who for some time has been Gen- 
eral Accountant of the Chicago & Northwestern Rail- 
way, in the new organization has. the title of Cashier 
and General Accountant. In his new position he is re- 
lieved of the accounts of the ticket and freight depart- 
ments, which are now kept by the heads of those depart- 
ments, but he has added the duties lately performed by 
the Assistant Treasurer and the Cashigr. The position, 
therefore, is a very important ong, and the appointment 
of Mr. Kirkman to the office is a tribute to his integrity 
and ability which railroad men will appreciate. Mr. 
Kirkman is one of the rising railroad men of the city. 
Very few have at once so complete and minute a knowl- 
edge of railroad business and administration, and the 
rare faculty for organization and administration which 
render an officer efficient and his subordinates also. 





—tTreasurer F. H. Short, of the Cincinnati, Hamilton & 
Dayton Railroad, refused to pay in gold the interest on 
the Dayton & Michigan Railroad, guaranteed by the 
former road. It is probable that a law-suit will be 
brought to compel payment. 


—The Aurora (Ind:) Independent is authority for the 
following: “The excessive heat one day last week ex- 
panded the rails on the Louisville, New Albany & Chi- 
cago Railroad so that some of them were bent nearly 
double, and others curled into the shape of an 8.” 
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Shicago Railroad Blews. 


Pittsburgh, Cincinnati & St. Louis. 

Last Saturday a new time schedule was adopted, by which 
the day express leaves half an hour later, that is at 8:10 a. 
m., the night express leaving at 7:40 p. m., as heretofore. 
Passengers by the day express arrive in Cincinnati at 9:50 p. 
m. of the same day, and at Louisville at 11:30 p. m. 

In addition to the Lansing train another accommodation is 
put on running between Chicago and Dalton. This leaves 
Chicago at 10:00 a. m., and arrives at 3:25 p. m. The Lansing 
accommodation leaves at 5:30 p.m. and arrives at 8:55 a. m. 





Chicago & Alton. 

The lease of the Louisiana & Missouri River Railroad to 
this company has been executed, and preparations have 
been made for its construction and connection with Jackson- 
ville Division of the Chicago & Alton. 





Chicago & Northwestern. 

Mr. Dunlap, Mr. Gault and Mr. Hobart went this week to 
Green Bay to make some arrangements concerning the pro- 
posed extension of the Wisconsin Division from Green Bay 
northward to Menominee, which, it is hoped, will be made 
this season. It is also announced that the Madison Division 
will be extended as soon as possible to Winona, probably 
passing through Baraboo and through, or very near, LaCrosse. 
This is a very important line, and is the chief thing needed to 
perfect the Northwestern’s system. It will connect witht he 
Winona & St. Peter, which the Northwestern owns, and the 
St. Paul & Chicago, which it controls. Thus it will secure to 
the Northwestern a connection with all the railroads in Min- 
nesota reaching the Mississippi and with St. Paul, the 
crowing city of Duluth (which must go by way of Chicago 
to the East for five or six months of the year) and with the 
Northern Pacific. The roads needed to complete the Chicago 
& Northwestern are the Green Bay line, to unite the Wiscon- 
sin and the Peninsula divisions, the Madison & Winona line 
and the Winona & St. Paul line. The latter is well under 
way. The other two require the construction of about 250 
miles of road, and it is expected, we believe, to have all con- 
structed before the end of the next year. When this is done, 
with the Minnesota road already owned by the Company, it 
will have just about 1,650 miles of road, and that without any 
extension of the Winona & St. Peter road beyond St. Peter. 
Certainly then more than ever the Chicago & Northwestern 
will deserve to be called a “ great road.’’? All this it needs in 
order to be at all complete. 





Michigan Central. 
The earnings of this road for the month of June show a 
slight decrease—less than one per cent. For the last ten days 
of that month, however, there was an increase of $12,572.73. 





Freight Rates. 

Rates on West bound freight from New York dropped again 
last Thursday. At present they are, first-class, 80 cents ; sec- 
ond class, 70; third class, 60; fourth class, 50; special, 45; 
sugar, 387. Thisis a reduction of 32 cents on first class, 20 on 
second, 10 on third, and 5 on fourth elass, and at these rates 
merchants might be expected to move heavy stocks, only at 
this time there is very littleto move. Rates Eastward remain 
firm. 








LOCOMOTIVE STATISTICS. 





Michigan Central. 

From the report of the Locomotive Superintendent, 
Mr. A. S. Sweet, for the year ending May 31, 1870, we 
obtain the following condensed statement of repairs and 
services, 

The road employed 100 locomotives, of which 24 were 
coal burners and 76 wood burners. These locomotives 
made the following mileage on 823 miles of road: 








PE SI 05:6:00:5 6060s no dccneamdenwecccsemngeeenessunts 904,916 
Freight e Giese, 56G Rea cas babine Sueeuescukemnesale 6seae 
Working 2. EMSER RES GUN oR SRN OSEAN SARS CRE CRGEA EE 
SNUUENE) "Av waren weniengiannictiendan, aanantee 
EG IN nbuietsGactaRe eK thwihies ss kunecduentssatadeehaeel 
Cost of locomotive repairs - $266,415 03 
CONE OT IOOCTITING BOT CII ois. ccsecesescccccccccccccece e- 147,252 14 
COST OF FUEL. 
54,988 cords wood, $3.98 34-100................. ccc eceees $219,039 19 
ee OL ME Auta ees ence cebsstcdcoeccecenes Stance 75,329 10 
I I ete Rani cea sh han Sekkncaesecarceccnadl $294,368 29 
29,690 pounds raga, at 8 $-10 cents........... ce cece eee ees $2,612 72 
45,730 pounds waste, at 18 6-10 cents............ 0... eee 8,505 57 
21,514 gallons Oil, at 77 Cemts...........ccceeseeeeees 16,565 78 
Average number of miles fun to each cord of wood con- 
SIE nb nann i cada caends oak | sae Gabe a5> Reba noneae 34.24 
Average number of miles ran to each ton of coal con- 
WIG saisinnch 1s vse anwhan ab ntneee | BA sake nashasnnkens oe 38.7 
Average number of miles run to each gallon of oil con- 

RSG «in denn iced csuncshshanabeanbabeakknastusnassaness 119.08 
Average number of freight cars hauled per train.......... 22.55 
RECAPITULATION. 

COME POP We TUR RA PRR on is. cnn sins scesicsverenersnend 10.39 cents, 
or engineers, firemen and wiping ............... 5.74 cents, 

i eee PSST eee eee ‘hana 11.49 cents. 
Ree Ie ee pee re -642 cents. 
IUD iene ka divandhnusaecches. Sniwkene . -433 cents. 
Total cost per mile run....... HENS eReneeeAkushend 98.69 cents. 








—The requisite amount of stock having been taken to 
organize the Chester & Centralia Railroad Company, a 
mecting was called by the incorporators, at Centralia, 
Illinois, last Saturday. E. S. Condit was chosen Presi- 
dent; Dr. A. T. Barnes, Vice-President ; F. Kohl, Treas- 
urer; J. C. Cooper, Secretary. 


Extraordinary Suit Concerning the Central Pacific 
Railroad. 





We have before us the printed transcript of a suit 
which has just been commenced in the Fiftcenth Dis- 
trict Court of San Francisco, wherein the following 
partics appear as plaintiff and defendants: Samuel 
Brannon, plaintiff vs. Centyal Pacific Railroad Company 
of California, Western Pacitie Railroad Company, Leland 
Stanford, C. P. Huntington, Mark Hopkins, Charles 
Crocker, E. B. Crocker, Charles Marsh, A: P. Stanford, 
E. H. Miller, Jr., B. B. Redding, the San Francisco & 
Alameda Railroad Company, the San Francisco & Oak- 
land Railroad Company, Wells, Fargo & Co., Contract 
and Finance Company, Southern Pacific Railroad Com- 
pany, San Joaquin Valley Railroad Company, California 
& Oregon Railroad Company, San Francisco & San 
Jose Railroad Company, the Dutch Flat Wagon Road 
Company, D. O. Mills, D. O. Mills & Co., Alfred A. 
Cohen, John Doe, Richard Roe, John Doe, Jr., and 
Richard Roe, Jr., (the names of the four last defendants 
are unknown to plaintiff), defendants. 

Brannon sects out that on the 4th day of November, 
1864, he subscribed and paid for, at the par value thereof, 
200 shares of the capital stock of the Central Pacific 
Railroad ; and that he now owns these 200 shares. In 
the next article, or account, he sets forth the following: 

“That the defendants, Leland Stanford, C. H. Hunt- 
ington, Mark Hopkins, Charles Crocker, and Charles 
Marsh, originally subscribed to said capital stock, and 
agreed to take and pay for the shares thereof so sub- 
scribed by them respectively, at their par value, as fol- 
lows, to-wit: Said Leland Stanford, 150 shares; said C. 
P. Huntington, 150 shares; said Mark Hopkins, 150 
shares; said Chas. Crocker, 150 shares; and said Charles 
Marsh, 50 shares. That afterward, but at what particu- 
lar date or dates plaintiff is ignorant, all the shares of 
the capital stock so as aforesaid subscribed for by said 
last-named defendants, purport to have been issued by 
said last-mentioned corporation to said last mentioned 
defendants respectively. 

“The plaintiff is informed, and believes, and therefore 
avers, upon and according to his information and belief, 
that said last-named defendants did not, nor did either of 
them, ever pay to said corporation, or deliver to it any 
money or other valuable thing for the shares of capital 
stock so purporting to have been issued by the last-named 
defendants, respectively ; but in truth, and in fact, the 
whole of such stock was so issued without any considera- 
tion ever haying been paid or delivered therefor, ille- 
gally, in fraud, and in violation of the statute in such 
case made and provided, and in fraud of the rights ot the 
plaintiff and the other stockholders of the Central 

acific.” 

The plaintiff sets out that the only stock besides his 
own which was ever subscribed for and paid for in good 
faith was as follows: County of Placer, 2,500 shares; 
county of Sacramento, 3,000 shares; Samuel Hooper, 50 
shares; Benjamin T. Reid, 50 shares; Glidden & Wil- 
liams, 25 shares; Orville D. Lombard, 200 shares ; Anna 
F. Judah, 25 shares; Samuel P. Shaw, 50 shares; R. O. 
Ives, 25 shares; and about 900 shares now held by un- 
known individuals. 

“That,the said mentioned defendants and their con- 
federates, to the plaintiff unknown, assuming to act, and 
in fact, but illegally, acting as directors of said Central 
Pacific, and composing a majority thereof, have caused 
to be issued to themselves and divers other confederat«s, 
to plaintiff unknown, large amounts of the capital stock 
of said corporation; but that all of said stock so issued 
to them and their said confederates his been issued with- 
out consideration, illegally and fraudulently, and the 
issuance thereof was and is wholly illegal and void.” 

A charge of malfeasance or something worse is set 
up in the following words: 

“That the defendants, Leland Stanford, Charles 
Crocker, Charles Marsh, C. P. Huntington, Mark Hop- 
kins, and others their confederates, to plaintiff unknown, 
were the Directors of the Central Pacific, to manage the 
concerns thereof for the first three months after the or- 
ganization thereof. That at the — of said three 
mouths the defendants, Leland Stanford, Charles Crocker, 
E. B. Crocker, C. P. Huntington, Mark Hopkins, A. P. 
Stanford, and Charles Marsh, and their confederates, to 
plaintiff unknown, pretending, appearing and falsely 
claiming to be the nominal owners of a majority of the 
capital stock of the said Central Pacific, purporting to 
have been issued by it, and by other secret devices and 
contrivances unknown to plaintiff, combining and con- 
federating .ogether, elected themselves a majority of the 
Directors of said last mentioned corporation, and have 
from thence hitherto, as nominal Directors thereof, exer- 
cised the entire control and management of all its affairs, 
business, subsidies and assets, to their joint and individual 
benefit, advantage, profit and gain, and to the loss, detri- 
ment and disadvantage of said last mentioned corpora- 
tion, of plaintiff and the other stockholders thereof, as 
hereinafter more particularly averred and charged. 

Plaintiff further avers that he is advised, informed 
and believes, and therefore upon and according to his in- 
formation and belief avers, that neither of the said de- 
fendants, Leland Standford, A. P. Stanford, Hopkins, 
Huntington, Charles Crocker, and E. B. Crocker, or 
| their confederates, although they claim to be respective- 
ly, and assert they are respectively, owners of a large 
number of shares of the capital stock of the said Cen- 
tral Pacific, over and above what they respectively pur- 
port to have snbscribed for at the time of the organiza- 
tion of the said last mentioned corporation, yet in truth 
and in fact, as plaintiff is informed and believes, and 
therefore avers, upon and according to his information 
and belief, all such shares, not so as aforesaid subscribed 
for, have in part been purchased and uired by said 
last mentioned defendants and their confederates with the 
assets, money and property of said last mentioned cor- 
poration, and in part issued to said defendants and 
their confederates without any compensation moving to 
said last mentioned corporation, illegally, fraudulently, 
and with intent tosecure for themselves the control of 
said corporation, in violation of the statute under which 
said corporation was organized and is acting; and all 








—__, 


| sts shares are held in trust by said last named de- 
fendants for said corporation.” 

Plaintiff then cites the acts of Congress by which the 
| company were empowered to construct a railroad and 
| telegraph line from San Francisco to Echo City, in Utah 
| Territory, a distance of about 784 miles. That the al- 
| ternate sections of public lands within the limits of 
| twenty miles on each side of the road were granted in 
aid of the road, amounting to 12,800 acres per mile, and 
| that bonds were granted, as follows: 
| “ And there was further granted to it, the said corpora- 

tion, the Central Pacific, and the Secretary of the Treasury 
| of the United States was authorized and required to issue 
| tosaid Central Pacific, in aid of the construction of the said 
railroad and telegraph line, bonds of the United States of 
| America of the denomination of $1,000 each, payable in 
| thirty years after the date thereof, bearing 6 per cent. 
| per annum interest, payable semi-annually to the 
}amount of sixteen, thirty-two and forty-eight, such 
| bonds for each and every mile of said railroad and _tele- 
graph line so completed and equipped as aforesaid, ac- 
cording to the character of the land or country over 
which the same might pass—that isto say, sixteen of 
said bonds per mile for 7 18-100 miles from the city of 
| Sacramento to the western base of the Sierra Nevada 
| Mountains, forty-eight bonds per mile for 150 miles 
| across and over the said Sierra Nevada Mountains, and 
| thirty-two bonds per mile for 627 32-100 miles eastward- 
ly across the Great Salt Lake basin to Echo City afore- 
| said, in the Territory of Utah, amounting in all to 27,389 
120-1,000 bonds of $1,000 each, and to the sum of $27,- 
389,120 in value.” 

The donations made to the Western Pacific Railroad 
| are recited, and it is shown that this road, with all its 
| assets, belongs wholly to the Central Pacific Railroad 
| Company. 

The following is the summing up of assets: 

“ Plaintiff aversand charges that the following is a 
correct summary, statement and estimate of the various 
subsidies and aids granted to said Central Pacific in aid 
of the construction of its railroad and telegraph line, as 
near as he can ascertain the same: 


Value in 

coin. 

Lands granted by the United States................... $50 208,000 00 
Lands granted and donated by various corporations 

etc., situated within the State of California........ 5,000,000 00 


Lands granted and donated by various corporations 
and individuals situated within the State of Nevada 3,000,000 00 
Lands granted and donated by various corporations and 


individuals within the Territory of Utah........... 2,000,000 00 
Donation by the State of California.................... 1,500,000 CO 
Bonds on which the State of California guaranteed the 

NNEC ER a RtAS bes SRNEEES ONELSCSS SOKO CR EERESS 12,000,000 00 
Se I I 55s es nttns Knwnees cceseecesaes 250,000 00 
Bonds of city and county of San Francisco............ 400,000 00 
Bonds of the city and county of Sacramento........... 300,000 00 

CURRENCY, 
Bonds of the United States Government ............. $ 27,389,120 00 
First mortgage bonds of said Central Pacific.......... 27,389,120 00 
Second mortgage bonds of said Central Pacific, deliv- 

ered to defendants, L. Stanford, Charles and E. B. 

Crocker, Huntington, Hopkins, A. P. Stanford, 

Marsh, and Miller, as above charged............... 15,601,741 83 
Sevond mortgage bonds issued and sold as above 

Pei Ain ca cons osdenscahedsceraccekesabeenen + 11,787,878 17 

BD eincindicenccecpcqubiasatenveces avcqnsneed $156,825,360 00 


The plaintiff charges that only a part of this sum was 
ever legitimately expended in the construction of the road ; 
and that the Directors wrongfully converted the remainder 
to their own use. He charges that a contract or finance 
company was organized under the name of C. Crocker 
& Co., through which the Directors, —— to let out 
contracts to the highest bidder, did in effect let the con- 
tracts to themselves, by which extraordinary profits 
were secured to the “ring.” He charges that in this 
way the cost of the work was excessive, reaching, in 
some instances, 200 per cent. above the actual value of 
the work done. That the aggregate profits to the de- 
fendants from these contracts amounted to $7,000,000. 
The plaintiff avers, in another part of his complaint, 
that the Contract and Finance Company sublet contracts 
in some cases at about one-tenth of the sum for which 
they had been taken by the company. Plaintiff claims 
that all the profits of this Contract Company should be 
divided pro rata among all stockholders. It is charged 
that the cost of the construction of the Dutch Flat 
Wagon Road, $150,000, was charged to the account of 
the Central Pacific, and that the profits, $350,000 should 
go to the stockholders. 


Then a history is given of the connection of Wells, 
Fargo & Co., by which in consideration of an exclusive 
contract granted to the Express Company to carry ex- 
press packages, bullion, etc., the stock of Wells, Fargo & 
Co., was “ watered,” and that $1,500,000 of the watered 
stock was delivered to the directors of the railroad com- 
pany. 

The plaintiff avers that the Central Pacific Railroad 
Company have purchased all the property and assets of 
the Welles Pacific Railroad, the San Jose Railroad, the 
Southern Pacific Railroad, the Oakland & San Francisco 
Railroad and Ferry Company, and the San Francisco & 
Alameda Railroad and Ferry Company. He asks that, 
during the pending of his petition, a receiver may be ap- 
pointed, and that the defendant may be restrained from 
disposing of property held in trust for the benefit of all 
the stockholders of the company. A schedule of this 
property is filed with the compiaint. Benjamin F. But- 
be and M. G. Cobb are set down as the plaintiff's coun- 
sel. 

The averments are extraordinary ; and it is not likely 
that all of them can be supported by the testimony. 

The plaintiff sets out that enormous profits were made 
in the construction of the road, and that the assets ex- 
ceed, ‘by many millions, the cost of the same. This is a 
bona fide stockholder, he is entitled to a pro rata share of 
the profits, which are, no doubt, exaggerated in his peti- 
tion. Ifthe case is ever heard on its merits we shall 
know what is true and what is fictitious in these aver- 
ments. If an issue is joined, we shall note with interest 
| the defence which is set up. Upon the face of the mat- 
ter, it looks as if this suit was brought more for specu- 
lative purposes than for the attainment of higher ends. 
—San Francisco Bulletin, July 6. 
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MECHANICS AND ENGINEERING. 


Causes of the Breaking of Axles, 

The American Railway Times comments on the opinion 
of Mr. L. J. Fleming, of the Mobile & Ohio Railroad, 
concerning the causes of broken axles, which he attri- 
putes chiefly to “the granulating effect of the heavy, 
“rigid rail when laminated, and the very bad quality of 
“metal of which axles are frequently made.” The 
Railway Times wakes the following comments : 

“Running trains over laminated rail ends, no matter 
whether the rail is stiff or limber, we do not think a safe 
or an economical practice, and the failure of rolling stock 
so treated may be safely estimated to occur in a very 
short time, no matter whether the material is good or 
otherwise. Axles and wheels used on eight-wheel 
tenders have to submit to pretty rough usage, as any 
one may see who watches the motion of the tender at 
high speeds on a road where the rails are not rightly in 
plane. The principal destructive effects come from the 
side lurch which the side bearing springs aid to render 
still more severe. That is: when the wheels of one 
truck go down on one side, a large proportion of the 
load is thrown upon the wheels, and the springs on the 
other side of the truck aid to throw additional weight 
upon the already overburdened wheels and axles. When 
the wheels come up again upon the rail, the blow reacts, 
and the rear truck has to go through with the same de- 
structive motions and blows. Thus in going twenty or 
thirty feet the tender has to undergo a series of side- 
wise lurches and twists that are a terrible test to the 
goodness and strength of the material of which the 
wheels, axles, and other parts of the tender are made. 
Then in addition to this, the tender, from its compara- 
tively short wheel base and heavy weight, gets a pitching 
motion, something like a boat in a ‘chop sea;’ and then it 
must not be forgotten that all these destructive effects 
are increased when there is any sensible and continuous 
deflection at the successive rail ends. The weight on 
each wheel of even the largest tenders is not such as 
ought to create any doubt as to its being carried safely, 
but when so largely increased by this side lurching and 
pitching forward and back, it does become dangerous 
and destructive to even the best made axles and wheels. 
We regard the modern eight-wheel tender as the most 
destructive agent in the shape of rolling stock that is 
put upon the track, and it will continue so to be until a 
better system of elasticity is devised and used. The side 
springs which, on an uneven road, operate to throw a 
large disproportion of the weight so frequently on one 
set of wheels ought to be banished, and springs with a 
centre bearing, like that devised by Mr. Bissell, substi- 
tuted. When that is done we shall have less trouble 
with axles and wheels, and a great saving made in the 
wear of rails. But to return to the axle question. More 
than one destructive disaster has come from a defective 
form of axle, independent of the quality of the material 
that it was made from. This part of the question is 
treated at length in our issue of May 28, 1868, and Mr. 
Fleming and other railway managers may peruse with 
profit that paper, containing the experience and deduc- 
tions of one of the most intelligent mechanics and ob- 
servers on this very important matter. We are glad to 
note that he intends hereafter to hold manufacturers to 
a strict responsibility for the results of wear and break- 
age, and other managers can well follow in his lead.” 
Reports of Experience with Railroad Material and Inventions, 

The American Railway Zimes makes the following 
sensible remarks in a recent editorial: 

“It is a good feature of the annual report of any rail- 
way manager or superintendent to discuss the value of 
devices or material in use, and give the results of his 
own observatiou and practice. His remarks may not 
always be correct, but even his mistakes may become 
valuable, because they lead others to compare their 
practice with his, and discuss more in detail the different 
questions coming up in common railway practice. A 
fortnight since, in printing some portion of the annual 
report of Mr. L. J. Fleming, Chief Engineer and Super- 
intendent of the Mobile & Ohio Railway, upon the wear 
of rails, and of rail fastenings, we commented upon 
some of his statements, because we thought he was 
clearly wrong, while at the same time we were gratified 
that he thought the matters spoken of important enough 
to find a place in his report; and we are justified in say- 
ing that our railway officials, managers, engineers and 
superintendents would be of vastly more value if they 
would think upon and discuss the same questions in their 
reports. It was discussion that brought down the fuel 
expense from 33 to 11 cents per mile run of the Massa- 
chusetts railways, and frequent comparison of the 
expenditures of different roads in fuel, oil, track repairs, 
engine expenses and other details, are of vastly more 
value than is commonly thought. Discussion and com- 
parison of the results of daily practice lead to greater 
care, greater economy, and greater safety and efficiency, 





and we therefore welcome Mr. Fleming’s report while 
we are compelled sometimes not to agree with his 
theories.” 


Mississippi River Bridge at Hannibal. 

A telegram from Quincy dated July 9 says that the 
location for a railroad bridge across the Mississippi River 
at Hannibal has been decided upon, and* the contract 
will be let within a week and the work to be finished in 
eighteen months. The bridge is to be of the Pratt truss 
pattern, and will consist of eight spans. The distance 
from shore to shore is 1,580 feet; the draw span is to be 
160 feet in the clear. 


Uniformity in Rolling Stock, 

At the recent convention of the Master Car-Builders 
Association the following resolutions, presented by I W. 
Van Houten of the Pennsylvania Railroad, were 
adopted : 

Resolved, That in consequence of many of our roads run- 
ning their cars from the t to Chicago, Cincinnati and St. 
Louis, and as we think the time not far distant when they 
will run from the Atlantic to the Pacific, thereby making it 
important that a uniform pattern of trucks, size, and uni- 
formity of castings should be adopted by the respective roads, 
at as early a day as possible, without unnecessary expense. 

Resolved, That we respectfully but earnestly recommend to 
our respective general superintendents, that they will assist 
the master car-builders to pe about such a desirable re- 
sult, which we believe will uce repairs and save the leav- 
ing of cars on side-tracks, loaded with through freight, and 


in many other respects will tend to reduce expenses, and give 
better satisfaction at large. 


Performances of Locomotives,’ 

Correspondents of the Locomotive Engineers’ Journal 
give the following statements of exceptionally good 
work by particular locomotives. One is engine No. 42, 
on the Pittsburgh, Cincinnati & St. Louis Railway, 
which was run two years and ten months, with an aver- 
age of 13734 miles per day, or 3,500 miles per month, 
making a total of 119,000 miles without ever having her 
driving wheels from under her. To compare with thisa 
correspondent writes to the Journal as follows: “ The 
“engine we propose bringing to your notice is Baldwin’s 
“build, purchased by the Western Maryland Railroad 
“Company in 1859. She was run on this road until the 
“ first of December, 1865, with but slight repairs. She 
“was then taken into the shop for general repairs by 8. 
“R. Kelly, Master Mechanic; went on the road-again on 
“ the 16th of February, 1866. She was run from that 
“time up to the 2d of July, 1868, by J. J. Derr. She was 
“then given in charge of the fireman, 8. Black, who ran 
“her one year without losing a trip. On the 24th of Feb- 
“ ruary, 1870, she left the track, caused by a breaking of 
“an axle, up to which time her tires (which were 
“ chilled) never had anything done to them, making four 
“ years and eight days, with an average of 120 miles per 
“ day, or 3,130 miles per month. Total 150,720 miles.” 

Another instance is of an engine on the Toledo, Wa- 
bash & Western Railway, reported by its engineer and 
the Master Mechanic as follows: 

“ Engine No. 115 is of Rogers’ manufacture—15 inch 
“cylinder, 22 inch stroke, 5 feet 6 inch driver. The en- 
“ gine had a general rebuilding in March, 1866, received 
“new fire-box, flues, coal burner, and has run ever since 
“with same flues, making an average of 2,900 miles per 
“month, or 147,600 miles during that time, on regular 
“ passenger train. She is now in the shop, and upon ex- 
“amination, the flues are found good, and the firebox 
“only worn in the centre of the side sheets.” 


Altoona Railroad Shops. 

A correspondent of the Baltimore Sun, who accompa- 
nied a recent excursion of Southern railroad men over 
the Pennsylvania Railroad, speaks as follows of the 
Altoona shops, and the contemplated additions to them : 

“ About 800 men are employedin the different depart- 
ments. Improved machinery for doing almost every 
character of work is in operation, including some not 
often found in the shops of other railroads. The riveting 
of the boilers for the locomotives, for instance, is nearly 
all done by a powerful riveting machine driven by steam 
power. Two small stationary engines are now being 
built for pumping gas into cylindrical tubes, to be used 
on passenger trains instead of the oil lamps. Every im- 
provement that is calculated to increase the comfort and 
safety of travelers is at once adopted by the Pennsy]- 
vania road. On many of its passenger trains the West- 
inghouse patent brakes are now employed, and it is 
claimed are found to be superior to any other appliance 
yet invented for instantaneously checking the speed of a 
train in motion. The apparatus is worked by an air 
pump on the locomotive by the engineer. Several trials 
were made to-day to show the southern railroad men 
how admirably this new brake works. A train of six 
cars can be stopped in its own length, the last car not 
passing beyond the spot on the track where the engineer 
will turn on the brake, and the machinery is of the 
simplest nature imaginable. It does away with brake- 
men, and gives the engineer complete control of the 
running of the train. 

“ At Altoona there are three round-houses with stalls 








for 100 locomotives. The old works have been found to 
be most too contracted for the progress of the road, so 
that about a mile from where they are, the company has 
commenced to erect on a lot of 20 acres a series of new 
shops. Nearly the whole of an immense round building 
of 439 feet diameter is already under roof, and is to be 
devoted to the building of freight cars alone. It contains 
forty tracks, each of which will hold two long cars with 
plenty of room for the workmen’s benches, &c. The 
walls are already up and being pushed forward to com- 
pletion of a blacksmith shop 200 by 70, andalso of a plan- 
ing mill 220 by 70 feet. The foundations have been laid 
for a passenger car erecting shop 220 by 130 feet, of a 
machine and cabinet shop 300 by 70, and of a paint 
shop for passenger cars of 300 by 70 feet. No railroad 
in the country has such extensive shops as these will be 
when completed, and even these are so arranged apart 
from each other that they can afterwards be enlarged.” 
Steam on Common Roads, 

A correspondent of The Engineer writes as follows 
from Aberdeen, Schtland, under date of June 20: 

“T read with interest your article on ‘Steam on Com- 
mon Roads.’ As I have now been using a road steamer 
for regular traffic for about fourteen months, I think that 
a short account of my experience may interest many of 
your readers and correct some misapprehensions. My 
flour mills are situated on the Don, about three miles 
from Aberdeen. One third of the road is very bad in 
every respect, being narrow and tortuous, with a gradi- 
ent of one in seven anda half to one in twelve for a 
considerable part of the way. I have lost so many valu- 
able horses in consequence of injuries, that for some 
years I have been on the lookout for a traction engine 
that would answer my purpose. I examined several, 
but saw difficulties connected with them until I saw Mr. 
Thomson's road steamer doing extraordinary work at 
Edinburgh. Mr. T. was an entire stranger to me, but I 
was so pleased with the performance of his steamer that 
I gave him an order for a steamer if he would guarantee 
that it would take my heavy loads up those severe gra- 
dients. I had first one of his smaller (6-horse power) 
steamers, which worked very satisfactorily, but I pre- 
ferred to take one of 12-horse power that I might have 
some spare power. This large steamer has now been in 
steady use for two and half months, and the work it has 
been performing will speak for itself. It has generally made 
daily six single journeys of three miles each, carrying 
each time fifteen tons gross up three severe gradients, 
not on a well made turnpike road, but ona country road 
in a rough state. Thus, ninety tons gross have been car- 
ried daily between 5 a. m. and 2 p. m., with a consump- 
tion of about 6 cwt. coals per diem. I estimate that the 
steamer is doing the work of at least fourteen horses. A 
new road has been made to avoid the worst gradient of 
one in seven and a half, and I expect that I shall be able 
to take twenty tons each trip in a week or two. My 
granaries are situated in Aberdeen, and the steamer has 
to pass along several leading streets on its way to and 
from the mills. Iam very happy that I am able to state 
that no accident has occurred up to this time, and that 
horses generally are getting accustomed to it. The 
breakages have been trifling, and the tear and wear is 
not more than one would expect from the application of 
machinery to such rough work. 

“T shall be obliged by your inserting this letter in 
your first issue, as I should wish to correct the impres- 
sion that the good working of Mr. Thomson’s steamer is 
due to the fine roads near Edinburgh. I can tell of its 
work over one of the worst roads in the kingdom. I 
shall be glad if those interested in traction engines will 
come to see it work. I have frequent visits from en- 
gineers from all parts of the world, who, as well as the 
representatives of several European Governments, have 
expressed their surprise at the work performed.” 

Another correspondent writes : 

“To me it seems surprising that carriages should not 
go by steam on ordinary roads, for in 18371 used to 
ride from the top of Cheapside, at three in the after- 
noon, the busiest time in the day, to Mile End gate on a 
steam carriage, and though we were between two omni- 
buses, we pulled up “dead,” causing no inconvenience. 
On reaching Aldgate steam was put on, and we traveled 
at ten miles per hour to Mile End. Why should not 
this go on now, with our great improvements in locomo- 
tion? I believe the engine belonged to Mr. Hancock, of 
Bow.” 


—A meeting of the incorporators and stockholders of 
the Baltimore, Pittsburgh 





Continental Railroad Com- 
pany was held at Belleville, O.,on the 13th inst. The 
meeting proceeded to the election of directors, with 
the following result: John H. Page, Jr., of Pittsburgh ; 
L. H. Hunt, of Kenton; F. C. Leblond, of Celina; 

vid Richards, of Mount Gilead ; J. M. Osborne, of Belle- 
ville; J.G. Chamberlain, of Leotinia; R. A. Waddell, of 
Columbiana; A. R. Arter, of Hanovertown, and Chas. 
B. Ferrill, of Nashville. The board elected was aiter- 
wards called to order, and L. T. Hunt elected temporary 
president and Geo. 8. Bell temporary secretary. 





















































































































374 


THE RAILROAD GAZETTE. 





[Jory 16, 1870 








The Effect of Low Fares on the 


Amount of Travel. 


Mr. 8. N. Jones persists in bringing his 
peculiar views under the notice of an in- 
different public and an incredulous rail- 
way proprietary. We have no doubt Mr. 
Jones is perfectly sincere in his belief that 
railways would be best managed accord- 
pr ag his plan, but we cannot but smile 
at his simplicity and the want of knowl- 
edge in railway affairs he displays. For 
instance, he speaks in his pamphlet, lately 
published, thus—“ shareholder delegate to 
directors, and directors to managers, the 
seale to be adopted.” Now the fact 1s, 
shareholders have nothing to do with fix- 
ing the fares to be charged. The direc- 
tors have all the powers of a company in 
their hands, excepting those of general 
and special meetings of shareholders. 
The working and management of a line 
belong to the directors. Between the 
half-yearly or special meetings the share- 
holders have absolutely no voice at all in 
the management of their lines in an 
shape or way. The directors have all 
power. This is both legally and actually 
the fact. 

“A farthing is more than the average a 
poor man should be charged for being car- 
ried a mile by railway,” says Mr. Jones; 
but then_he objects even to any mileage 
rate. “The principle is foreign to the 
mode of charging by public conveyances. 
It is not customary to charge so much a 
mile by omnibus or by steamboat.” We 
differ from Mr. Jones. It iscustomary to 
have regard to distance in charging, and 
the London General Omnibus Company 
have lately successfully amended their 
plan of charging, by bringing it more in 
accordance with the distance traveled. 
They used to —— 6d. or 4d. for a given 
long distance, but lately they have altered 
the charges so as to be more in respect of 
the distance.traveled, generally at the rate 
of about 1d. per mile. You can now go 
from Fleet-street to the Bank for 2d. 

The principal part of the cost of rail- 
way working consists in the necessary 
train expenses. As the cost of the article 
is so much per mile, so the charge for it 
should be so much per mile, just as cloth 
is sold by the yard because the cost of pro- 
duction varies with the quantity. It 
would in our judgment be quite unsound 
were railway companies to charge irre- 
spective of distance. It is the most 
equitable and sensible course to charge by 
the mile. 

The companies cannot afford to carry at 
the extremely low fares Mr. Jones sug- 
gests. “A farthing is more than the 
average a poor man should be charged for 
being carried a mile by railway.” The 
poor man is now charged a 1d. a mile, 
which is a fare remarkably low. “It is a 
matter of no moment to a railway com- 
pany whether a poor man travels one 
mile or five miles in a train.” It costs a 
company about five times the sum of 
money to run a train five miles, that it 
does to run a train (of the same length, 
&c.) one mile. Train expenses absorb the 
greater part of the cost of working and 
managing a line, and they are nearly in 
proportion to the work done. 

Companies can afford to charge a re- 
duced price for season-tickets, just as a 
man can afford to sell goods wholesale at 
a less price than retail, and because, more- 
over, they have the considerable advan- 
tages of the money in a lump sum, paid 
(usally) a year before the last journey is 
made; the companies, too, have all the 
benefit_of season ticket-holders omitting, 
from illness and various other circum- 
stances, to use their traveling powers to 
the full extent. It is also to be consid- 
ered that the benefit given the public in 
the shape of senson-tickets induces the 
building of houses in suburban districts, 
and every house supplies many customers 
(besides its season ticket holder) to the 
railway company. 

A man (with his wife, etc.) goes to 
Paris or Scotland for a few weeks. He 
spends £100, £90 of which pays his hotel, 
etc. expenses, and £10 his railway fares. 
If the railway companies ruined them- 
selves by charging him (with others) £5 
instead of £10, he would spend £95 instead 
of £100. Surely if the £5 is a matter of 
so much importance to him—a first or sec- 
ond-class man—he would stay at home 
and avoid the whole outlay for the pleas- 
ure trip. 

It is very certain that if railway com- 
panies were to destroy their dividends by 

nocking down their fares to one-half, or 
by any other serious amount, the hotel- 
keepers and others receiving the greater 
part of the traveler's outlay, would not 
be so silly as to reduce their charges. The 
fare reduction for long distances would be 
pure loss to the railway companies, for we 
cannot assume that the email saving there- 
by obtained for the traveler in his total 
expenses would induce more traveling. 
If an omnibus or suburban railway fare is 





lowered considerably the result might be 
gain to the omnibus or railway proprie- 
tors, since it might induce many addition- 
al trips to be made; but the case is quite 
different with long journey traffic, where 
£5 spent in railway fares means £40 or 
£50 total expense of the journey. Railway 
companies, however, carrying an omnibus 
traffic do charge low omnibus fares, if not 
so low as Mr. Jones recommends. 

We quite agree with Mr. Allport when 
he said, “If a system anything approach- 
ing that laid down by Mr. Jones were 
adopted, it would be utter ruin.” It must 
be remembered that the dividend money 
of railway companies are the gross reve- 
nue receipts, less working expenses, less 
debenture interest, less rents, less guaran- 
tees, and less preference dividends. What 
remains after paying all these prior 
charges falls to the lot of the ordinary 
shareholder as dividend. Any loss by in- 
judicious fare reduction woula thus se- 
verely affect the interests of the ordinary 
railway proprietor. 

The fare question assumes differing 
aspects according to varying circum- 
stances. If the North London, Metro- 
a orany other low charging Lon- 

on railway, carrying a vast omnibus 
traffic, were to materially raise their fares 
they would lose money—net money. We 
have no doubt about that. The actualex- 
perience of the North London some years 
ago provesit. If, on the other hand, the 

orth London or Metropolitan line were to 
lower their low fares, we are not quite 
certain what the result would be ; whether 
it would be beneficial to the company or 
otherwise. But we are perfectly clear of 
this, that if the London & Northwestern 
or Midland were to reduce the farefrom 
London to Manchester, the reduction 
would be all loss, or nearly so, to the com- 
pany. Hardly a passenger more would 
travel the long distance because the fare 
was reduced a few shillings. The fare is, 
as we have before said, only a small part 
of the cost of long journeys, and men of 
business have no time to be traveling 
about for the mere love of it, or because 
the charge is low. 

If for long distances the railway fares 
were greatly reduced, and the degree of 
accommodation also lowered, whether in 
speed or condition of the carriages, we 
doubt not that the long traffic would fall 
off. It is an ascertained fact that in 
America—and Americans are very much 
like ourselves—the introduction of the 
—— and costly drawing-room and 
sleeping carriages on railways, has been 
productive of increased traveling. The 
are is higher—the travelersmore. Why? 
Because the accommodation is greater. It 
is not because the fare is lower, for it is 
higher. 

he South Eastern Railway Company 
charge £14 a year for a first-class season 
ticket from London to Blackheath, where 
the houses mostly let for rents exceeding 
£100 a year. Were they to reduce the 
£14 yearly ticket to £10, would it induce 
any additioual house to be built, or one 
additional ticket to be taken? ‘We doubt 
it. But if they took off half the trains, 
used inferior carriages, or ran the trains 
at dawdling speeds, it might prejudicially 
influence the season-ticket traffic. 








New Rolling Mills At Joliet. 


The following description of the build- 
ings and machinery of these new mills, 
opened for work this week, is given in 
the Chicago Tribune : 

The festive occasion was the inaugura- 
tion of the new and magnificent rolling 
mills recently erected, adjacent to the 


corporate limits of Joliet, by the Union | 


Coal, Iron, and Transportation Company. 
It will be remembered that the corner 
stone of these works was laid on the 9th 
of October last, with fitting and imposing 
ceremonies. The company, which is 
mainly composed of Chicago capitalists, 
A. B. Meeker being President, J. H. 
Wrenn, Treasurer, and J. R. Adams, Sec- 
retary, these officers also constituting the 
Board of Directors, obtained the requisite 
charter in February, 1869, and in October 
following construction was begun, the cit- 
izens of Jolict having demonstrated their 
hearty interest in the matter by voting an 
appropriation of $75,000 as a bonus to 
secure its location there. The fall mill 
building is 228 feet in length by 73 feet in 
width, the walls being of solid cut stone 
from the Joliet quarries, 24 feet high to 
the eaves, and surmounted by an iron 
truss roof, fire-proof in every respect. 
The “ puddle” mill is 191 by 73 feet, with 
walls and roof the same as the other. 
These buildings are located upon a sixty- 
three-acre tract of land lying between, and 
near, the Penitentiary and the city of 
Joliet, and fronting upon the tract of the 
Chicago, Alton & St. Louis Railroad. The 
foundations of the structure, as well as 
those of the heavy machinery, rests upon 





the solid and inexhaustible stratum of 
splendid limestone rock, which underlies 
the surface for miles around, and from 
whence is quarried the grand source of 
Chicago’s architectural beauty, her build- 
ing material. The work of man could 
never have constructed a foundation so 
firm and lasting, and so valuable in its 
adaptation to the needs of a rolling mill. 
Between the two buildings an artesian well 
has been successfully bored, and from it flow 
21,000 gallons of water per day, a quantity 
ample for all the requlrements of the mills, 
as well as affording asurplus for the supply 
ofthe railway tank near by. This water 
is somewhat tinctured with mineral ele- 
ment, and is said to compare closely in 
chymical analysis with that of the famous 
Messina Springs, being deemed fully as 
valuable in a medical point of view. The 
company owns one mile of side track con- 
necting with the railroad line, and 1,500 
feet of dock front on the Illinois & 
Michigan Canal,a short distance away. 
Near by the mills are operating four coke 
ovens, where the company fully pest to 
be able to manufacture coke from Llinois 
coal, an attempt hitherto unsuccessful, 
and thereby obtaining, at a cheap rate, a 
supply of the fuel necessary for blast fur- 
naces, which will be erected in course of 
time. Ata convenient distance from the 
mills is located the business office, a neat 
and substantial looking pile of cut stone, 
and there are being constructed of the 
same material ten two-story cottages for 
the use of the operatives, each house 
standing upon a neifecte lot of ground, 
and to be rented to the tenant at a merely 
nominal rate. As soon as these are com- 
pleted ten more will be added. 

Among the peculiar features of these 
mills are the items—first, of machinery 
materially heavier and more durable than 
that found in similar establishments west 
of the Alleghany Mountains; and, sec- 
ond, of separate and independent engines 
for each piece of machinery, also an ad- 
vantage said to be possessed by no other 
mill in the West. This latter feature in- 
volves the boilers and thirteen engines, 
being a total of 1,000 horse power. The 
capacity of the mill is 25,900 tons of rails 
per year, to produce which 320 men are 
employed, and about one hundred tons of 
coal per day consumed, which is procured 
from mines twelve miles distant. The iron 
used is from the Wisconsin and Lake Su- 
perior mines. The works are under the 
capable and experienced management of 
Mr. M. P. Weeks, and are pronounced, by 
competent judges, to be superior, in many 
important details, to any in the West. 
The total cost of construction, machinery, 
appliances, etc., has been $350,000. 














WANTED 


OFFICE OF THE GILMAN, CLINTON & 


300,000 RAILROAD TIES. 
SPRINGFIELD RarLRoap Company, t 
Springfield, July 1, 1870. 


Sealed proposals will be received at this office 
until 12 oclock m. of Monday, July 25th, for the 
delivery of cross-ties at Gilman, Clinton, Farmers’ 
City, Mt. Palaski or Springfield. 

Proposals will aleo be considered for ties to be 
delivered on the line of the Lilinois Central, or To- 
ledo, Peoria & Warsaw railroads. 

Ties must be sound iimber, and not less than 
oem feet jong, six inches thick, witheight inches 
lace. 

Parties desiring to furnish ties will please state 
in their proposals the number they desire to fur- 
nish, and time and place of Delivery. Also, the 
kind of timber, and whe:her hewed or sawed. 

No proposal will be considered for the deilvery 
of ties la.er than the ist of December. The price 
of each kind of timber should be distinctly stared. 

S. H. Mervin, President. 








Creat Western R’y 


OF CANADA. 


S.000 Tons 


— or — 


IRON RAILS 


FOR SALE! 


The Great Western Company invite tenders for 
about 5,000 tons of old and partially worn-ont iron 
rails, delivered at their dock, at Windsor, in one 
month, wong gee 5 bigge of August next. 

The rails are of the usual flange pattern, fish. 
rmeagge four inches high, four inches breadth of 

ase, weighing 65 Ths per yard. 

Terms—Cash on delivery. 

Sealed tenders will be received (in gold or Unit- 
ed States currency), and must be sent to the under- 
signed on or before 15th July next. 

JOSEPA PRICE, Treasurer, &, 
CHIEF OFFICES, } 
HAMILTON, ONTARIO, 27th May, 1870. 


PATENT GRAVITATING 


Railroad Frog 
FOR SALE: 


The entire net of HICKMAN?S PAT. 
ENT GRAVITATING RAILROAD 
®¥ ROG for the United States. 
seen and circulars obtained at 








A model may be 


Room 3, Farwell Hall. 


Here isa chance for some man, as the patent 
must be sold immediately. 





THE 


EQUITABLE 


INSURANGE COMPANY. 


Oriental Building, 


120 Iaa Salle St., 


CHICAGO. 


Capital, $200,000. 


SAMUEL HOARD, PRESIDENT. 
IRA Y. MUNN, Vice Pres’t. 
W. M. EGAN, TREASURER. 

O. W. BARRETT, SECRETARY. 





ANTED-By a station nt on a New 
England railroad who has held his position 

for nearly six years, and is also express agent and 
tmaster, a situation as station agent in some 


| thriving western village. The best references as 


| 


to character and capacity will be furnished. Ad- 
dress “ANDERSON,” Railroad Gazette office, 
Chicago. 

















Baldwin Locomotive Works. 





M. BAIRD & CO., Philadelphia, 


MANUFACTURERS OF 


Locomotive Engines, 


BESPECIALLY ADAPTED TO EVERY VARIETY OF RAILROAD SERVICE, 


The Economical Use of Wood, Coke, Bituminous and 
Anthracite Coal as Fuel. 





ALL WORK ACCURATELY FITTED TO GAUGES, AND THOR- 
OUGHLY INTERCHANGEABLE. 





Plan, Materials, Workmanship, Finish and Efficiency, Fully Guaranteed. 


M. BAIRD. 
GEO. BURNHAM. 


CHAS. T. PARRY. 
EDW’D H. WILLIAMS. 





WM. P. HENSZEY. 
EDW’D LONGSTRETH. 
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J. H. LINVILLE, PRESIDENT. 


J. L. PIPER, GEN. MANAGER. 


A. G. SHIFFLER, SUPT & TREAS, 


The Keystone Bridge Company 


OF PITTSBURGH, PENN. 





Office and Works, 9th Ward, Pittsburgh, Pa. 


Philadelphia Office, 426 Walnut Street 


GENERAL WESTERN OFFICE :—13 Fullerton Block, 94 Dearborn St., 


CHICAGAQ, 


¢@ This Company possess unrivaled facilities 


ILL. 
for manufacturing and erecting every description of 


Iron and Wooden Railway and Road Bridges, Roofs, Turn-Tables and Build- 
ings, ** Limville and Piper > Patent Iron Bridges, Self-Sustaining Pivot Bridges, 
Suspension Bridges, and Ornamental Park Bridges, Contractors for Wooden orIron 
Bridges of any pattern, as per plans and specifications. Circulars sent on application. 


WALTER KATTE, ENGINEER. 


A. D. CHERRY, SECRETARY. 








MANUALZI 


OF THE | 


Railroads of the United tales 


FOR 1870-71. 


Showing their Mileage, Stocks, Bonds, | 
Cost, Trafic, Earnings, Expenses, 
and Organizations ; 


WITH A 
SKETCH OF THEIR RISE, PRO- 
GRESS, INFLUENCE, &c. 
With an APPENDIX, 





Containing a Full Analysis of the aga 
of the United States, and of the 
Several States. 


BY HENRY V. POOR. 


Price $5. Delivered at any address. 


Published by H. V. & H. W. POOR, 
57 Broadway, New York, | 


UNION TRUST GO., 


OF NEW Dw YORE. 


No. 73 Broadway, cor. Rector St. 
Capital, - - 1,000,000, 
[All paid in and securely invested.) 


INTEREST ALLOWED ON DEPOSITS, which 

a | be drawn at any time. 

his Company is by law and by the order of the 
Supreme Court made a legal depository of money. 
It will act as Receiver in cases of litigation, take 
charge of, and guarantee the safe keeping of all 
kinds of Securities, and collect coupons and 
interest thereon. 

It ie authorized by law to accept and execute all 
TRUstTs of every description, in reference to both 
real and personal property committed to them by 
any person or corporation, or transferred to them 
by order of any of the Courts of Record, or by any 
Surrogate. 

It is especially authorized to act as Register and 
Transfer agent and as Trustee > the arposs of 





issuing, registering or counters! 
cates of stock, bonds or other eunonce debt ot 
any corporation, association, manici y, State 


or pablic authority, and will pay es and divi- 
dends on such terms as may be agreed upon 

In giving special prominence to this department 

(sits business, attention is particularly called to 
the paramount advantages of employing this com- 
PANY in the capacity of AGENT, TRUSTEE, RECEIVER 
Or TREASURER, in preference to the intment ot 
INDIVIDUALS. A guarantee capital of ONE MILLION 
DOLLARS specially invested by requirement of its 
charter, and a perpetual succession ; a central and 
—— place of business, where business can 
pe transacted daily, without disappointment or 
delay: its operations directed and controlled by a 
responsible Board of Trustees; and its entire man- 
agement also under the s ‘on of the Supreme 
Court and the ——— of the State. 

Permanency, Constant and Responsible Super- 
vision, Guaranteed Security and Business a 
ience and Facilities, may therefore be st: 
urged IN ITs FAVOR on the ene hand, inet t y 
Uncertainty of Life, the Fluctuations of usiness, 
Individual Responsibility and General Inconven- 
ience on the other. 

ISAAC H. FROTHINGHAM, President. 
AUGUSTUS SCHELL, 
HENRY K BOGERT, | Vice-Presidente. 
peerine-*- Es. 

A. LOW, OHN V. L. PRUYN, 
HORACE F. CLARK, BENS. H. HUTTON, 
DAVID HOADLEY, JAS. M. McLAIN, 
EDWARD B. WESLEY, w. WHITEWRIGHT, Jr. 


ae 


— G WILLIAMS. HENRY 8 
. B. JOHNSON, HENRY E. LINE 
Gn. B. CARH SAMUEL WILLETS. 


ART. 
PETER B. SWEENEY. ‘ew D. 


FAIRCHILD. 
onéiinne T. CARLION, Secretary. 


HARRISBURC 


Foundry and Machine Works | 


(Branch of Harrisburg Car Mfg Co.,) 
Harrisburg, = « Pennsylvania. 
MANUPACTURERS or 


MACHINISTS’ TOOLS! 


— SUCH As — 
LATHES, PLANERS, 
Shaping and Slotting Machines, 
Bolt Cutting & Nut Tap- 
ping Machines, &c. 





THE BEST 


FIRE PROOF SAFE 


IN THE WORLD, 
Is now Manufactured 
IN CHICAGO, 


-BY- 


HERRING & CO, 


40 State STREET. 


The Best Bankers’ Safe 


IN THE WORLD, 
+ Manufacturedin Chicago by Herring & Oo. 
The above Bankers’ Safes are lined with the 


Crystalized. “or Franklinite) Iron—the only metal 
which cannot be drilled by a Burglar. 


HERRING & CO., 40 State St. 
Manufactory :—Corner I4th St. and Indiana Ave. 


The Mercantile Agency. 


R. G. DUN & CO.’S 


Reference Book! 
For the Semi-Annual Term, commencing July 1st. 


It contains the names and business of individual 
traders and firms throughout the States 
and Territories, Canada and Nova 
Scotia, with their 


CAPITAL, CREDIT AND STANDING 

















Inthe communities where they reside, revised by 
theirown Exclusive Scone and Correspondents, 
upon fresh detailed reports. 


Several Thousand New Names 


Have been added since the last volume, and a vast 
number of changes made in old quotations. 


R. G. DUN & CO. 


OFFICE: 


101 & 103 Wabash Ave., 


CHICAGO, ILLINOIS, 


ALEX. ARMSTRONG, Manager. 
Manager of the Pittsburgh Branch from 1854 to 1836. 


TRON AND BRASS CASTINGS. 


Murray tron Works Company, 


BURLINGTON, IOWA, 
in Iron, Brass, Gun and —! metals, of 
every deception in green or pe Pere or a, 
or without Patterns. Especial attention 
Po Brasses, Babbit Metal, 
and Locomotive Bells, 
Sole Agents for 


WATERS’ PATENT UME EXTRACTING HEATER, 


— AND —_ 
Bartlett’s Pat. Automatic Lubricating Sleeve. 
C. L. RICE, Paestpsnr. 
SAM’L R. BARTLETT, Sec. and Treas. 


146 Lake St., Chicago, 
Has Issued aNEW STYLE of 


MAPS! 


IN FLEXIBLE CASES, 

















Which are both cheap and convenient. ba Be follow 
Pesewes sxe now ready: Illinois, tows, Seen 
eas, Nebraska, Minnesota, Wiscons! in, Indiana, 
Maio and Qhio, Mailable on mn receipt, of 





W. T. Hizprvp, Treasurer. 


They show the counties, towns Bra vail, 
coun and are fine specimens of workmanship. 





TO ADVERTISERS. 





THE BEST MEDIUMS 


OF GENERAL 


Western Circulation ! 


KELLOGG’S LIST, 


CONTAINING 


250 Country Papers. 


OF THESE, THERE ARE ABOUT 


Illinois. 

Indiana and Michigan. 
Iowa and Missouri. 
Wisconsin and Minn. 


70 
50 
45 
AS 
40 Ohio and other States. 


Terms of Advertising, 


$2.50 per Line, 


WITH A LIBERAL 


Discount to Heavy Advertisers, 


THIS 15 BY FAR 


The Cheapest Advertising 


EVER OFFERED. 





Advertisements received only for the entire list, 
or for our sub-lists of about eighty-five papers 
each, at $1.00 per line. 

Parties desiring extensive Advertising in the 
West and Northwest, are invited to avail themselves 
of the unusual facilities of the undersigned for in- 
erting advertisements in TWO HUNDRED AND 
FIFTY 


LEADING COUNTY PAPERS, 





For farther particulars, call upon or address the 
proprietor of this paper, 


A. N. KELLOGG, 


99 & 101 Washington St., 


CHICACO, ILL. : 





H.V.& H.W. Poor, 


IRON AND STEEL RAILS. 


FOREIGN AND DOMESTIC: 





Sole Agents in the United States of the 


RAILWAY STEEL & PLANT CO. 


OF MANCHESTER, ENG. 


Bonds Negotiated. 


All business connected with Railroads. 


No. 57 BROADWAY, NEW YORK. 
ILLINOIS 


Manufacturing Co., 


479, 481 & 488 STATE 8T., CHICAGO, 
Manufacturers of 


RAILWAY CAR TRIMMINGS, 


AND 
Removable Globe Lanterns. 


O.JA. Boeus, Pres. Jas. E. Cross, Supt. 
A. H. Guus. Bec'y. J. M. A. Dew, Ase’t Bup. 


OFFICE OF THR 
Rep Rives Construction Company, 
Minneapolis, Minn., June 16, 1870. 


Notice to Contractors. 


Proposale will be received by the Red River 
Construction Company, at its office in Minneapolis, 
for the grading, bridging, trestle and timber 
work, piling and furnishing ties on the First Di- 
vision of the Northern Pacific Railroad across the 
State of Minnesota, (a distance of 230 miles,) at 
any time after the 25th day of June, 1870; and the 
work will be awarded and commenced as fast as 
the line of railroad is located by the Railroad Com- 
pany’s Engineers. 

Two-thirds of the line is through a timbered 
country, and is excellent winter work. The soil 
is principally loam, sand and gravel. 

Proposals are invited from contractors of ability 
and experience, in sections of from one to forty 
miles. Profiles of the work can be seen at the of- 
fice of this Company. The entire work is to be 
completed by the first day of July, 1871. 

RED RIVER CONSTRUCTION ©O:, 
Contractors. 














Address, 
SUPT. RED RIVER CONSTRUCTION CO. 
Minneapolis, Minn. 


AMERICAN 


Hand Stamp and Patent Company. 


Manufacturers, Agents and Dealers in 
Hand Stamps, Notary’s Seals, 
Burning Brands, Baggage Checks, 
Stencil Cards, Plates, 
Inked Ribbons in any Size. 
Manufacturers of 


Secor’s Patent Pen Racks, Embossing Seals, with 
Changeable Date, Secor’s Patent Writing 
and Shipping Ink im all Colors, 


Secor’s Repeating Lights, 
IXL Draw Lights, 1X1 Lanterns, 


Sewing Machine Castors, for all Machines, 
Secor’s Patent Magic Star Pad Ink, 
4m all Colors. Also, dealers in 


PORTABLE PATENTS, 


OF ALL KINDS. 


Office, 139 Madison St., Room 55. 


W. P. JORDAN, Pres L. A. MARTIN, Sec. 
GEO. E. 8. SECOR, Treas. and Gen: Supt. 
2" Agents wanted in every city or town. 


WM. U. THWING, 
PATTERN 


——AND — 
Calhoun Place, Rear of No, 120 Dear- 
born Street, Chicago, Third Floor, 


mploying none but the best workmen, and hav- 
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MOORE 


Steel _Eisatic Car Wheel 


OF NEW JERSEY. 
Proprietors of 


MOORE’S PATENT 


FOR THE MANUFACTURE OF 


ELASTIC CAR WHEELS. 


FOR PASSENGER AND SLEEPING COACHES. 
Noiseless, Safe, Durable and Economical. 


Also, Manufacturers of 


CAR WHEELS OF EVERY DESCRIPTION. 


H. W. MOORE, President. 
JAS. K. FROTHING HAM, Secretary. 
F. W. BLOODGOOD, Treasurer. 





MS Works, cor. Green and Wayne Sts., JERSEY CITY, N.J. 
; P. O. Address— Box 129, Jersey City, N. J. 


LEBANON MANUFACTURING COMPANY, 


LEBANON, PENNSYLVANIA, 


IS PREPARED TO BUILD AT SHORT NOTICE, 


HOUSE, GONDOLA, COAL, ORE, 


And all other Kinds of 


CAH S$! 
Also, TRON and Every Description of CAR CASTINGS Made to Order, 


DR. C. DIGLONINGER, President. 








J.M GETTEL, Superintendent. 



















—--Or 


EVERY STYLE! 


s@ Orders Promptly Filled.-@a 


LIGHT, STRONG 


STIs WHA INT IT! —— — 
HUSSEY, WELLS & CO. 


MANUFACTURERS OF ALL DESCRIPTIONS OF} 


CAST STEEL: ! 


BEST REFINED STEEL FOR EDCE TOOLS. 


Particular attention paid to the Manufacture of 


Steel for Railroad Supplies. 


2 
EOMOGENHOUSsS PiATEHS, 
For Locomotive Boilers and Fire Boxes. 


Smoke Stack Steel, 


FOR CRANE PINS, CAR AXLES, &C. 











Also Manufacturers of the Celebrated Brand, 


" Hussey, Wells & Co, Cast Spring Steel,” 


®” For Elliptic Springs for Railway Cars and Locomotives. _¢j 


Office and Works, Pittsburgh, Pa. 
BRANCH WAREHOUSES: 
88 MICHIGAN AVENUE, CHICAGO. 
1389 & 141 Federal St. Boston. | 30 Gold St., - - - New York. 





OMNIBUSES 


Cast Steel Forgings, | 


_, (ee CAST STEEL SPRING WORKS, 
A. French & Co., 


Manufacturers of Extra Tempered, Light Elliptic 


CAST STEEL SPRINGS, 


FOR RAILROAD CARS AND LOCOMOTIVES, 


FROM BEST CAST STEEL. 
OFFICE AND WORKS:—Cor. Liberty and 2ist Sts., PITTSBURGH, PA. 


CHICAGO BRANCH, 88 Michigan Ave. 


The National Iron Co. 


[Successor to Wm. Hancock, Rough and Ready Iron Works,] 
ESTABLISHED 1847. 
DANVILLE, 





PENNSYIVANTIA., 


MANUFACTURER OF 


RAILROAD IRON, 


RAILROAD CHAIRS, rp fy AND zOLTs, FROGS, SWITCH RODS, yn AND 
LEVERS, HOOKHEAD AND COUNTERSUNK HEAD SPIKES, BRIDGE ‘AND CAR 
BOLTS, ROL PS AND ROLLING te MACHINERY, BLAST FURNACE 

CASTINGS AND MACHINER Y, STEAM ENGINES AND BOILERS, 
IRON AND BRASS CASTINGS, ENGINE AND 
MACHINE WORK, STEAM & WATER 
FITTING NGS, d&e., &e. 
WM. HANCOCK, President. 
BENJ. J. WELCH, Sec., Treas. and |B. ©. BRINCK, Vice-President, 401 
Gen. Manager, Danville. Pa. Walnut St., Philadelphia, 








TER FI 
aes : = 











Oe 





FMANUFACTURERS OF 


Superior Cast Steel Files. 


LANCASTER, PA. 


Union Car Spring Mig Co. 


Sole Proprietors of the 











Wool-Packed Spiral. methaee. 
HEBBARD CAR SPRING! 
Offices: No. 4 Dey St., New York, and 19 Wells St. (Veenge. 


FACTORIES : JERSEY o> N. J., at SPRINGFIELD, mass, 


~ Vose, Dinsmore & Co., 
NATIONAL SPRING WORKS, 


MANUFACTURERS OF 

















Group Rubber Center Spiral Spring. 


| VOLUTE BUFFER, INDIA RUBBER, RUBBER 


Volute Buffer Spring. 


CENTRE SPIRAL, COMPOUND SPIRAL, 


AND OTHER 


RAILWAY CAR SPRINGS. 


| No. 1 Barclay St., NEW YORK. | No. 15 La Salle St., CHICAGO. 
WORKS ON 129th AND 130th STREETS. NEW YORK. 
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GENERAL FREIGHT DEPARTMENT. 


The Illinois Central Railroad 


ARE PREPARED TO TAKE FREIGHT FOR 


a ° 
Cairo, St.Louis, Peoria, 
BLOOMINGTON, SPRINGFIELD, JACKSON VILLE, 


And All Points in the Central and Southern parts of the State; 


MOBILE & NEW ORLEANS BY RAIL OR RIVER 


And ALL POINTS on the MISSISSIPPI below CAIRO. Also, to 
Freeport Galena and Dubuque. 











i@ Freight Forwarded with Promptness and Despatch, and 
Rates at all times as LOW as by any other Route. 


BY THE COMPLETION OF THE BRIDGE AT DUNLEITH, 
TagyY ARE ENABLED TO TAKE FREIGHT To au. Ponts West or DUBUQUE 
tw WITHOUT CHANGE OF CARS! 


DELIVER FREIGHT IN CHICAGO ONLY at the FREIGHT DEPOT of the Com- 
pany, foot of South Water St. Parties ordering Goods from the East should have the packages marked: 


“Via Illinois Central Railroad.” 
For THROUGH BILLS OF LADING, and further information, 
apply to the Locat Frrient AGENT at Chicago, or to the undersigned. 


M. HUGHITT, Gen. Supt. J. F. TUCKER, Gen. Freight Agt. 


Geo. C. Clarke & Co., 


FIRE & MARINE INSURANCE. 


No. 15 Chamber of Commerce. 


GEO. C. CLARKE. SAM’L M. NICKERSON. 
AGENTS FOR 


New England Mutual Insurance Co., of Boston, 


ASSETS OVER $1,140,000: 


American Insurance Company, - - of Boston, 


ASSETS OVER $820,000. 


Independent Insurance Company, - of Boston, 


ASSETS OVER $500,000. 


North American Fire Ins. Co., of New York, 


ASSETS OVER $770,000. 


Excelsior Fire Insurance Co.,- - of New York’ 


ASSETS OVER $340,000. 


Fulton Fire Insurance Company, of New York, 


ASSETS OVER $810,000. 


LESCHOT’S PATENT 


DIAMOND POINTED 


Steam Drills ! 


—— FOR —— 


Railroad Grading, Well Boring, Prospecting, &c. 


The weouneiied efficiency and economy of these DRILLING 
MACHINKS are fully established, and they are fast superseding 
all other inventions for ROCK DRILLING, They are 
constructed of various sizes and patterns to suit different classes 
of work, being adapted to Channelling and Gadcing in quarries ; 
toshafting, tunneling, prospecting and all open cut work in mines; 
also to heavy Railroad-grading and Sub-marine Blasting. They 
operate noisiessly without percussion: and produce a perfectly 
cylindrical hole of uniform diameter. Their usual rate of boring 
is three to five (3 to 5) inches per minute ir hard rock; eight to 
ten (8 to 10) inches per minute in slate and sand rock, and 
eighteen to twenty-two (18 to 22) inches per minute in coal 
TEST CORES, in the form of solid cylinders of rock or mineral 
may be taken out of mines from any depth- -not exceeding one 
thousand (1,000) feet—showing the geological formation, char- 
acter of mineral deposits, &c. These drills never need rharp- 
ening and no steel is consumed in boring—as the cutting points 
(composed of rough, uncut diamonds.) are practically indestructi- 
ble. Boilers, Engines, Steam Pumps, and all necessary tools 
farnished with drills. Illustrated circular sent on application. 






































a = an "tan ae Wale Gateet, New Kork 
FyOfice for the Western States at Bagle Works, 48 Canal St., Chicago. J. ¢. VINTON, Agent. 








THE UNION PATENT STOP WASHER, 


Manufactured at Coatesville, Chester Co., Pa., on the 
line of the Pennsylvania Central R. R., has now stood 
the test of practical use on the above road, the Phila- 
phia, Wilmington & Baltimore and Philadelphia & 
Reading Railroads, for the past two years, and proved 
itself to be what is claimed for it-——a pore security 
against the unscrewing or receding of nuts. Its sim- 
plicity, efficiency and cheapness over any other appli- 
ince for the purpose should recommend it to the 
attention of all persons having charge of Railroad 
: tracks, cars and machinery. 

4 It is especially adapted to. and extensively used by 
leading Railroads of the country for the purpose of se- 
curing nuts on railway joints. ; 

The accompanying cuts show the ~- = ee of the 
Washer. For fusther information, apply to 


, A. GIBBONS, Coatesville, Pa. 















THE 


“RED LINE!” 


—RUNNING OVER THE— 


Michigan Southern and Lake Shore R, R.’s, 


— WAS THE — 


FIRST LINE to CARRY FREIGHT BETWEEN the EAST and WEST, 
WITHOUT CHANGE OF CARS! 


CARS RUN THROUGH TO 


NEW YORK AND BOSTON, 


IN FOUR AND FIVE Days! 











t# Contracts made at the Offices of the Line. gs 


©, Shutter, en 


Agent, 
i Broadway, New York. uate House, Boston, Mass, 
W. D. MANCHESTER, Agent, 54 Clark St,, Chicago. 


Great Central Route. 


“BLUE LINE.” 


ORGANIZED JANUARY 1, 1867. 


ae. 


A. Cushman, A 
Ol 















ne 


sie 1870. 
“Sig mT 
SS 








OWNED AND OPERATED BY THE 

Michigan Central, Illinois Central, Chioago, Bur- 
lington & Quinoy, Chicago & Alton, Great 
Western (of Canada), New York Central, 
Hudson River, Boston & Albany, and Provi- 
denoe and Worcester Railroads. 


Tus ** BLUE LINE °° is the only route that offers to pipnene of freigh. the advantages of an 
unbroken gauge through from Chicago to the Seaboard, and to all Interior Points on the line of Eastern 
Connections beyond Suspension Bridge and Buffalo. All Through Freight is then transported between 
the most distar . points of the roads in interest, 


WITHOUT CHANGE OF CARS! 


The immense freight equipment of all the roads in interest is employed, as occasion requires, for the 
through service of this Line, and has of late been largely increased. This Line is now prepared to extend 
facilites for the transit and delivery of all kinds of freight in Quicker Time and in Better Order than 


ever before. The Bliuc Tine Cars 


are all of a solid, uniform build, thus largely lessening the chances of delay from the use of cars of a 
mixed construction, and the consequent difficulty of repairs, while remote from their own roads. The 
dlue Line is operated by the railroad companies who own it, without the intervention of intermediate 
parties between the Roads or Line and the public. 

Trains run through with regularity IN FOUR OR FIVE DAYS to and from New York and 
Boston. Especial care given to the Safe and Quick Transport of Property Liable to Breakage or Injury, 
and to all Perishable Freight, 

Claims for overcharges, loss or damage, eed ecttled upon their merits. Be particular and direct 
all shipments to be marked and consigned via 


"BLUE LINE.” 


(2 FREIGHT CONTRACTS given at the offices of the company in Chicago, New York 
and Boston. 
J.D. HAYES, Gen. MAnaGer,.. Detroit 
C. E. Nosig,..... ) on Bo > | P. K. RANDALL, 69 Washington St., Boston 
Gro. E. JArvis,... § 349 Broadway, N.Y. W. W. SrREkT,...... 91 Lake St., Chicago 
Wi. D. MUmeOM,. 2.000000 creceed Quincy, Il. | J. JOHNBON,.........ccceeeeees Cairo, Ll 





THOS, HOOPS, Gen. Fr’t Aor. Michigan Central Railroad, Chicago. 
A. WALLINGFORD, Aer. M. C. & G. W. R. R., No. 91 Lake St., Chicago. 
N. A. SKINNER, Freight Agent Michigan Central Railroad. 


Empire Line: 


THE EMPIRE TRANSPORTATION COMPANY’S 


Fast Freight Line to the East 


——AND——_ 


TO THE COAL AND OIL REGIONS, 
Via Michigan Southern, Lake Shore, and Philadelphia & Erie R. R.’s, 


WiTHovew?r? TRANSFER! 











Office, No. 72 LaSalle Street, Chicago. 


GEO. W. KISTINE, Western Superintendent, Cleveland, Ohio. 
W. G. Van Demark,..265 Broadway, New York. | E. L. O’ Donmell,....----+eeseeeeeeeee Baltimore, Ma 
G. B. McCulloh,....42 South 5th St., Philadelphia. | Wm, F. Sumith,.....-..---eeeeeeeeeereree Erie, Penn, 
JOHN WHITTAKER, Pier 14 North River, New York. 


JOSEPH STOCKTON, Agent, Chicago. 


W. T. HANCOCK, Contracting Agent. 
WM. F. GRLIFFITTS, Jr., Gen. Freight Agent, Philadelphia. 
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WNCAGO, ROCK WAND cb PCI we ctaar- ceca case 


RAILROAD. 


@ THE DIRECT ROUTE FOR .# 





JOLIET, MORRIS, OTTAWA, LASALLE, PERU, HENRY, PEORIA, 


Lacon, Geneseo, Moline, 


ROCK ISLAND, DAVENPORT, 


Muscatine, Washington, Iowa City, 
GRINNELL, NEWTON, DES MOINES, 


COUNCIL BLUFFS & OMAHA! 


CONNECTING WITH TRAINS ON THE UNION PaciFic RAILROAD, FOR 
Cheyenne, Denver, Central City, Ogden, Salt Lake, 
White Pine, Helena, Sacramento, San Francisco, 


And Points in Ue and Lower California; and with Ocean Steamers at San Francisco, for all Points in | 


ina, Japan, Sandwich Islands, Oregon and Alaska. 
( TRAINS LEAVE their Splendid new Depot, on VanBuren Street, Chicago, as follows: 


EK. RRIVE. | 
PACIFIC EXPRESS, (Sunday excepted)...............++. 10.00 a. m. 35 p.m | 
PERU ACCOMMODATION, (Sundays excepted).......... 5.00 p.m. 9.50 a.m/| 
PACIFIC EXPRESS, (Saturdays excepted,) SAE R REE 10.00 > m, [Mon. ex. 6,00 a. m | 





ELEGANT PALACE SLEEPING COACHES! | 


Run Through to Peoria and Council Bluffs, Without Change, 


(2 Connections at La SALLE, with Mlinois Ce Illinois Central Railroad, North and South ; at PEORIA, with 
Peoria, Pekin & Jacksonville Railroad, for Pekin, Virginia, &c.; at PORT BY RON JUNCTION, for 
Hampton, LeClaire, and Port Byron; at ROCK ISLAND, with Packets North and South on the Miss 
issippi River. 

(2 For Throw Tickets, and all aan information in regard to Rates, Routes, etc., call | 
at the Company’s tmice No. 37 South Clark Street, Chicago. 


A. M. SMITH, Gen, Pass, Agent. = HUGH RIDDLE, Gen, Supt, 











— AND — 


GALVESTON RMR. R. 


OF KANSAS. 


t®" The SHORTEST and ONLY DIRECT ROUTE to the celebrated | 
Neosho and Verdigris Valleys of Kansas, and will be opened for business to | 


the Border of Indian Wusatiery, badd waned Set, 1870. 


te” TWO DAILY PASSENGER TRAINS EACH WAY, connecting at LAWRENCE 
with KANSAS PACIFIC TRAINS for all parts of the EAST, WEST and NORTH, and at end of Track 
with KANSAS STAGE COMPANY'S Line of Coaches for all parts of 


INDIAN TERRITORY, TEXAS & NEW MEXICO. 





Ask for Tickets via L. L. & G. 
Freight taken from any part of the East to end of track WITHOUT BREAKING BULK. 


CHAS. B. PECK, M. R. BALDWIN, 


Gen. Freight and Ticket Agent, Lawrence, Kan. Acting Superintendent, Lawrence, Kan. 


e 
Railroad. 





CHAS, J, PUSEY, 





P. O. Address— Box 5222. 


Pusey & Pardee, 


74 BROADWAY, NEW YORK. 


American and English Rails, 
LOCOMOTIVES AND CARS FISH-PLATES, SPIKES, &c. 


—SOLE AGENTS FOR— 


Atkins Brothers’ Pottsville Rolling Mills, and G. 


Buchanan & Co., of London. 


@2 Special attentien given to filling orders for small T and STREET RAILS, of every 
weight and pattern. i. 


OLD RAILS BOUGHT OR RE-ROLLED, AS DESIRED. 








J. E. FRENCH. W. 8. DODGE. D. W. CROSS, 


Winslow Car Roofing Company. 
PATENT IRON CAR ROOFS. 








Established, 1859. 
211 Superior St. 


Over 20,000 Cars covered with this Roof! 
Roots will keep Cars dry. and will last as long as the 
Cars they cover without any extra expense 
vit once put on, 
(#~ SEND For CircuLaRs. 











P. A. HALL, Asst, Gen, Supt, | 


| 
LEAVENWORTH, LAWRENCE 


— RADIATES THE HEAT DIRKCTLY AT THE FRET OF EACH PASSENGER WITHOUT THE 


BR. R., for all points South of Kansas Pacific | 


EDW'D H. PARDEE. | 


CLEVELAND, O. 


We claim that these 


BY HOT WATER. 





DA&iW|AAAIV{iAQAL 


BAKER’S PATENT CAR WARMER.—One way of Applying tt. 


A very simple, safe and efficient plan for 


Warming Railway Carriages ! 


— BY — 


HOT WATER PIPES, 


NECESSITY OF GOING TO THE STOVE TO GET WARMED }} 


(eB All the finest Drawing-Room and Sleeping Cars in the United States have it, orare adopting it. 
lr ull descriptive pamphiets furnished on application. 


Baker, Smith & Co., 
Cor. Greene and Houston Sts, N. Y., and 127 Dearborn St., Chicago, 








Car & Wheel Works, 


MANUFACTURERS OF 


| Railroad Cars, Wheels and Axles, Chilled Tires, 


AND ALL DESCRIPTIONS OF 


| Engine, Car, and Bridge Castings, of any Pattern. 
Wheels of all sizes constantly on Hand. 


N. @. GREEN, 





| A. L. MOWRY, President, Treas. and Supt., 
NEW YORK CITY. CINCINNATI, OHIO 


OFFICES: No. 80 Broadway, New York; No. 69 West 3d Street, Cincinnati, Ohio. 
WORKS: Cor. Lewis and East Front Streets, Cincinnati, Ohio. 


American Compound Telegraph Wire. 


More than 3000 Miles now in Operation, 


Demonstrating beyond question its superior working capacity, and great ability to withstand the 
elements. For,RaiRoap Links, connecting a single wire with a large number of Stations, and for long 
circuits, this wire is peculiarly adapted; the large conducting capacity secured by the copper, with 
other advantages, rendering such lines fully serviceable during | the heaviest rains. 


Having a core of steel, a smal! number of poles only are required, - Compared with iron wire con- 
struction, thereby preventing much loss of the current from escap2 and Tne materially reducing cost 
of maintenance. OFFICE AMERICAN COMPOUND TELEGRAPH WI 


234 West 29th f Street, New York. 
BLISS, TILLOTSON & CO., Western Agents 
247 South Water Street, Chicago. 


LD ELASTIC FROG COMPANY 











MANSFI 














OF CHICAGO. 


| AMOS T, HALL, President, | J. H. DOW, Superintendent. 





Are now prepared to receive and promptly execute orders for RAILROAD FROGS and CROSSINGS 
warranted to prove satisfactory to purchasers 


For DURABILITY, SAFETY and ELASTICITY—being a combination of Steel, Boiler Plate and 
Wood—they are UNEQUALED, as Certificates of Prominent Railroad Officials will testify. 


The SAVING TO ROLLING STOCK AND MOTIVE POWER is at least equal to double the cost of 
the FROG. Orders should be addressed to 


CRERAR, ADAMS & CO., Gen’l Agents, 
No. 18 Welis Street, CHICAGO. 
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HVCAGO & NORTIIWESTERY fi W. 


Comprising the PRINCIPAL RAILROADS from CHICAGO Directly NORTH 
NORTH-WEST and WEST. 


ALL RAIL TO THe PACIFIC OCEAN! 
Great California Line. 


TRAINS LEAVE WELLS STREET DEPOT AS FOLLOWS: 


8:15 A. M. Cedar Rapids Pass! 9:15 P. M. Night Mail. 
10:30 A. M. Pacific Express. 9:15 P. M1. Rock Island Pass. 
10:30 A. M. Rock Island Exp. 4:00 P. M. Dixon Passenger. 


For Sterling, Rock Island, Fulton, Clinton, Cedar Rapids, Boone, Denison, Missouri Valley Jungion, 
Sioux City, Counci) Blufis and Omaha, there connecting with the 


UNION PactrtFic RR. RNR. 


For Cheyenne, Denver, Ogden, Salt Lake, the White Pine Silver Mines, Sacramento, San Francisco, and 
all parts of Nebraska, Colorado, New Mexico, Arizona, Wyoming, Montana, 

Idaho, Utah, Nevada, and the PACIFIC COAST. 

Hours, ist Class Fare, FROM CHICAGO 


To OMAHA.,...... 23 $20.00|'To SACRAMENTO,. 4% $118.00 
“ DENVER,..... 52  70.75| “ SAN FRANCISCO,5 118.00 


TRAINS ARRIVE :—Night Mail, 7.00 a.m.; Dixon Passenger, 11.10 a. m.; Pacific Express, 
3:50 p. m.; Rock Island Express, 3:50 p. m.; Cedar Rapids Passenger, 6:50 p. m. 


FREEPORT LINE. 
9.00 A, M. & 9.45 P, For Belvidere, Rockford, Freeport, Galena, Dun- 


e leith, and St. Paul. 
4.00 P. M., Rockford Accommodation. 
5.30 P.M., Geneva and Elgin Accommodation 
6.10 P. M., Lombard Accommodation. 
5:50 P. M., Junction Passenger. 
TRAINS ARRIVE :—Freeport Passenger, 2:30 a. m., 3:00 p. m.; Rockford Accommodation, 


11:10 a. m.; Geneva and Elgin Accommodation, 8:45 a. m.; Junction Fanscager, 8:10 a. m.; Lombard 
Accommodation, 6:50 a. m. 


WISCONSIN DIVISION. 


2 Trains leave Depot, cor. West Water and Kinzie Sts., daily, Sundays excepted, as follows: 
10 00 A M DAY EXPRESS, for Janesville, Monroe, Whitewater, Madison, Prairie du 

e tie e Chien, Watertown, ‘Minnesota Junction, Portage City, Sparta, La Crosse, St. 
Paul, and ALL POINTS ON THE UPPER MISSISSIPPI RIVER; Ripon, Berlin, Fond du Lac, Oshkosh, 
Neenah, Appleton, and Green Bay. 

3. - M., Janesville Accommodation. 

4 00 P N NIGHT EXPRESS, for Madison, Prairie du Chien, Watertown, Minnesota 
oe e i¥Re Junction, Portage City, Sparta, La Crosse, St. Paul, and ALL POINTS ON THE 
UPPER MISSISSIPPI RIVER ; Ripon, Berlin, Fond du Lac, Oshkosh, Menasha, Appleton, Green Bay, 
and THE LAKE SUPERIOR COUNTRY. 


5.30 P. M., Woodstock Accommodation. 
6:20 P.M., Barrington Passenger. 
TRAINS ARRIVE :—5:30 a. m., 7:45 a. m.. 10210 a. m., 1:00 p. m. and 7:15 p. m. 


MILWAUKEE DIVISION. 


MILWAUKEE MAIL, 8:00 A. MI. 
EXPRESS, (ex. Sun.) Waukegan, Kenosha, Racine and Milwaukee,....10:00 A. M. 5:00 P. Mi. 
EVANSTON PASSENGER, 11:40 A. ME. 
HIGHLAND PARK PASSENGE : 











FROM CHICAGO Days. Ist Class Fare. 








MILWAUKEE ACCOMMODATION, with Soaging Car attached............+. :00 P. M. 
EVANSTON ACCOMMODATION, (Daily,) from isconsin Div. paper Dad tomeautie :30 P. M. 
KENOSHA ACCOMMODATION, (Sundays excepted) from Wells St. Depot..... 4:15 P. M. 
AFTERNOON PASSENGER, from Milwaukee Div. Depot...................... 5:00 P. M. 
WAUKEGAN ACCOMMODATION, (except Sundays) from Wells St. Depot..... 5:25 P. MI. 


WAUKEGAN PASSENGER, (Sundays excepted) from Wells St. Depot 6:15 Pp. M. 


TRAINS ARRIVE :—Night Accommodation, with Sleeping Car, 5:00 a. m.; Day Express, 
4:30 p. m. Milwaukee Mail, 10:15 a. m.; Afternoon Passenger, 8:00 p.m.; Waukegan Accommoda- 
tion, 8:25 a. m.; Kenosha Accommodation, 9:10 a.m.; Evanston Accommodations, 1.50 and 4.00 p. m.; 
Waukegan Passenger, 7:55 a. m.; Highiand Park Passenger, 4.00 p. m. 


PULLMAN PALACE CARS ON ALL NIGHT TRAINS. 


Can be purchased at all principal Railroad Offices 


THROUGH TICKETS East and South, and in Chicago at the Southeast 
corner of e and Clark Streets, and at the nger Stations as above. 


H. P. STANWOOD, GEO. L. DUNLAP, 
Gen. Ticket Agt, Gen’! Supt. 


Western Union Railroad. 


CHICAGO & NORTHWESTERN DEPOT, MILWAUKRE & CHICAGO DEPOT, 
CHICAGO. | MILWAUKEE, 














THE DIRECT ROUTE! 
CHICAGO, RACINE & MILWAUKEE, 


Beloit, Savanna, Clinton, Pt. Byron, Davenport, Mineral Point, 
Madison, Freeport, Fulton, Lyons, Rock Island, Sabula, 
Galena, Dubuque, Des Moines, Council Bluffs, 


OMAHA, SAN FRANCISCO 


AND ALL PRINCIPAL POINTS IN 


Southern and Central Wisconsin, Northern Illinois, and Central and Northern Lowa. 
FRED. WILD, D. A. OLIN, 


Gen. Ticket Agent. Gen. Superintendent. 


CRERAR, ADAMS & CO., 


Railroad Supplies! 


CONTRACTORS’ MATERIAL. 
11 and 13 Wells Street, 


CHICAGO, ILL. 
















Manufacturers of IMPROVED HEAD-LIGHTS for Locomotives, 


Pan-HMandlie 


— AND — 


Penna Gentral Route East! 


s@>- SHORTEST AND QUICKEST ROUTE, via COLUMBUS, TO “@a 


PITTSBURGH, BALTIMORE, PHILADELPHIA & NEW YORK 


On and after Saturday, JULY 10th, 1870, Trains for the East will run as follows: 








[DEPOT CORNER CANAL AND KINZIE 8TS., WEST SIDE. ] 


8:10 A. M. PAY EXPRESS. 


[SUNDAYS EXCEPTED.) Via Richmond. Arriving at 
CoLuMBUs 


-.- 2:35 A. M.| Harrispure..10:35 P. M.| New Yorn.... 6:40 A. M. |\WASHINGTON..5:50 A. M. 
BuRGH..12:00 M. | Paiwape rma 3:10A. M.| BAutiIMors.... 2:30 A. M. \Boston.... ...5:05P. M. 


NIGHT EXPRESS. 


7:40 P. M 
e es * (SATURDAYS EXCEPTED.) Arriving at: 


Co.umBus.. .11:15 A. M.| Harnispure.. 5:10 A. M.| New Yor. ..12:10 P.M.) Wasnineron. 1:10 P. 
Ah 5 


M. 
PirtspurGH.. 7:05 P. M.| PuttapELPuta,9.35 A. M.| Battimorg,.. 9:00 A. M.| Boston.......1 
o 


50 P. M. 


Palace Day and Sleeping Cars 


Run Through to COLUMBUS, and from Columbus to NEW YORK, Wrruovut Cuanes! 


OMLY OME CHANGE TO NEW YORK, PHILADELPHIA, OR BALTIMORE | 
CINCINNATI & LOUISVILLE AIR LINE SOUTH. 


42 Miles the Shortest Route to Cincinnati, 
18 Miles the Shortest Route to Indianapolis and Louisville. 


—— FROM ONE TO—— 


<> Hours the Quickest Route to Cincinnati ! 


THE SHORTEST AND BEST ROUTE TO 


Columbus, Chillicothe, Hamilton, Wheeling,- Parkersburg, Evansville, 
Dayton, Zanesville, Marietta, Lexington, Terre Haute, Nashville, 


ALL POINTS IN CENTRAL & SOUTHERN OHIO, & INDIANA, KENTUCKY & VIRGINIA, 
— QUICK, DIRECT AND ONLY ALL RAIL ROUTE TO — 


New Orleans, Memphis, Mobile, Vicksburg, Charleston, Savannah, 


AND ALL POINTS SOUTH, 
Cincinnati, Indianapolis and Louisville Trains run as follows: 


THROUGH WITHOUT CHANGE OF CARS! 
8S:1O 


"7:2AO 








ve 2 oo -_ 
(Sundays excepted) Arriving at (Saturdays excepted.) Arriving at 
TOGAMBPORE. oc ccccccccccccccccesoee cee OP TE, Bins « oc dencnnnntes ccexececes 1:30 A.M. 
OMNI se cccceccoveccecccccescecoccoces SES PP. Be. BOMGMD. cccccccccccces coccscccccccccce 2:45 A. M. 
CUNCINMATE. 000000: ccccccccccccccccccces 0:30 P.M. CINOTNWATE......cccccccccccccccce ovoes 10:30 A. M. 
IWDEAMAPOLED ...0000--+ sees secccccocs 5:00 P.M. IMDIAMAPORAB.... cccccccescosccccsccees 5:40 A. M. 
AOUBVELEB, 00 vccccvcccccccceccccccccoce 22280 2°. BM. LOUBBVIRER. 200 ccrcccccccccccccccccocce GUO Bs Ake 


Lansing Accommodation: Leaves 5:30 P.M. Arrives 8:55 A. M. 
Dolton Accommodation: Leaves 10:10 A. M. Arrives 3:25 P, M. 


PULLMAN’S PALACE SLEEPING GARS! 


Accompany all Night Trains between Chicago and Cincinnati or Indianapolis. 





Ask for Tickets via COLUMBUS for the Fast, and via ** The AIR LENE”? for 
Cncinnati, Indianapolis, Louisville and points South. ‘Tickets for sale and Sleeping Car Berths 
secured at 95 RANDOLPH STREET, CHICAG®, and at Principal Ticket Offices in the 


West and Northwest. 
WM. L. O'BRIEN, I. S. HODSDON, 
Northwestern Pass. Agt., Chicago. 


Gen, Pass. and Ticket Agent, Columbus. 


D. W. CALDWELL Gen Supt. Columbus. 


KANSAS PACIFIC RAILWAY. 


Great Smoky Hill Route! 


— TO — 


COLORADO, NEW MEXICO, ARIZONA, UTAH, 


Montana, Nevada, California and Northern States of Old Mexico. 


COMPLETED THROUGH KANSAS, TO 
Carson, Colorado, 487 Miles West of Kansas City and Leavenworth. 


Close Connections are made with Express Trains of the Hannrpat & St. Joseru and Nortu Missouri 
Rariroaps, at KANSAS CITY, and with Missourt Paciric RatRoap at STATE LINE. 
DAILY EXPRESS TRAINS are run between 


KANSAS CITY, LEAVENWORTH, LAWRENCE, 
Topeka, Wamego, Manhattan, Junction City, Salina, Brookville, 


HARKER, HAYS and CARSON, 


Pullman’s Sleeping Cars Attached to Night Express Trains! 
Passenger Time from Kansas City to Denver, Less than 50 Hours. 


Hughes & Co.’s Four-Horse Concord Coaches leave Carson daily for Denver, Central City, George- 
town, &c. 

Southern Overland Passenger Express and Mail Coaches leave Carson daily for Fort Lyon, Pueblo, 
Trinidad, Fort Union, Las Vegas, Santa Fe, &c. 

Ask for Through Tickets via Kansas Pacific Railway, * Smoky 
Hill Route.” Freight and Passage Kates as Low and Time as Quick as by any other Route. 





























Hand and Signal Lanterns, Car and Station Lamps, Brass Dome 
Casings, Dome Mouldings, t Heads, and Car Trimmings, of 


Rk. B, GEMMELL, Gen. Ticket Agent’ A. ANDERSON, Gen. Supt. 
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Old, Reliable, Air-Iuine Route! 








THE FAVORITE THROUGH PASSENGER ROUTE! | 
| 


Chicago, Burlington & Quincy (INI(\G0, ALTON & ST. LOUIS R. B: 


RAILROAD, AND CONNECTIONS. 


THROUGH EXPRESS TRAINS DAILY. SHORTEST, QUIOKEST AND ONLY DIRRCT ROAD 70 
Bn CHICAS Horta ha Fr —e ¥ ny. iter, Bloomington, Springfield, Jacksonville, Alton, 


To OMAHA, - - 23 $20.00;\To DENVER, - - 24% $70.7") 
‘© ST, JOSEPH, - 21 19.50) * SACRAMENTO, 4% 118.00 


“ KANSAS CITY, - 22  20,00| « SANFRANCISCO, 5 118.00 og FW IT. OTL s 
= 


Trains LEAVE Cu1oaeo from the Great Central | Baas, foot of Lake Street, as follows: 


BURLINGTON, KnOK, COUNCIL BLUFFS AND OMAMA,| - WITHOUT CHANGE OF CARS 


THE ONLY ROAD MAKING IMMEDIATE CONNECTIONS AT ST. LOUIS, 











— AND — 








RESS, (Daily except Sunday,) stopping a 7 ~ AXT | 
72tOA OT Ae BU reat Serragton | wakine eset WITH MORNING AND EVENING TRAINS 
tions at Mendota with tiinots C M, sts Amboy, Dixon, Freeport, Galena, Dunleith, Dubuque, LaSalle, 
El Paso, Bloomington, &c., & —FEFOR— 


Burlington. PULLMAN PALACE DRAWING ROOM CAR attached to this train daily 
from Chicago 


TO COUNCIL a AND OMAHA, WITHOUT CHANGE! Lawrence, Topeka, Memphis, New Orleans, 


And All Points South and Southwest. 


GT EXP me ety (Daily, except Saturday,) stopping at - a epaniaiaes 

a L:3 iy rinc aay: etween Chicago and Burlington. ELE- , . ae 

Day COAC 3 P. a M, LEAN LACE SLEEPING CAR are attached to {2 TRAINS leave Cuicago from he West-side Union Depot, near Madison Street Bridge._gary 
this train from Chicago to shunthnnvem, gh change! This isthe only Route between 


CIFIC xPR ESS, , (Daily except Sunday,) stopping 
1O: 45 A . M. a) taF 5 ule, Aurora, Leland, Mendoia, Prince- 
ton, Roc alan Crossing, Buda, ewanee, Galva, Galesburg, onl Monmouth, between Chicago and | 5 5 j 








| BMP ee MEARE: [Except Banagal............cccccscoccccescseccccccce vosseecercene 8:10 A. Mm, 

NGIL BL F & OMAHA | LIGHTNING EXPRESS, [Except Saturdays and Sundays].................+e000+ 9:50 P.M, 

. " | NIGHT EXPRESS, [Except Saturdays]............ ceccccececceceecceececeeeeceens 6:00 P.M. 
— RUNNING THE CELEBRATED — | JOLIFT ACCOMMODATION, [Except Sundays].............-.. seeeeeeee ..-. 4:40 P.M. 
JACKSONVILLE EXPRESS, [Daily].......0...0cc0. ceccceccececcaeerenceceeens 6:00 P. M, 


Pullman Palace Dining Cars! 


Without Rorying te Minin River Pullman's Palace Sleeping and Celebrated Dining Cars | 


QUINCY, ST. JOSEPH, LEAVENWORTH AND KANSAS CITY, BAGGAGE CHECKED THROUGH. 


Through Tickets can be had at the Company’s office, No. 55 Dearborn street, Chicago, or at the 


PR (Daily, except Sunday,) with a 
LO: Ss A. M. Pate a Lous eto eS through from Chicago _ gooe — r Dh sper de Cc — “se eta, and at ago ing eh Ticket Offices in the United States 
ma in r Without change t 2 are and Freights as low as by any other Route. 


| De - a BI y » 
:¢ M. EVENING EXPR , (Daily, except Sunday,) with Pull. | | A. NEWMAN, Gen, Pass. Agent. J. C. McMULLIN, Gen. Supt. 
‘OO p, man Palace Drawing’ Room Sleeping Car attached, ‘ sistance sesamin 
running through from Chicago to QUINCY, Wirnovut Cnaner! 


: p. NIGHT EXPRESS (Daily, except Saturday,) with Pull- | 
AJ oman Walxce Sleeping Car attached trom Chicago to | 
GAL ORO: PaLace Day boac HES fiom Chicago to QUINCY, Wien out Change! 


G2 This is the Shortest, Quickest ana only Route between _ acy 
PASSENGERS FOR 


| 
a: wae | KANSAS AND THE WEST, 
| 


Trains arrive at Chicago at 8.00 P. M., 8.30 A. M. and 6:00 A.M. Joliet Accom., 9,40 A. M. 
This is the ONLY LINE Between CHICAGO & ST. LOUIS RUNNING 











THE SHORTEST, BEST AND QUICKEST ROUTE BETWEEN CHICAGO AND ee ee 


St. Joseph, Atchison, Weston, Leavenworth, pioslepatenee - ~pubtchieamer Reis: 


AND ALL POINTS ON THE KANSAS PACIFIC R’Y. ‘ll MILES SHORTER than any other Route! 








1 RIVERSIDE & HINSDALE AC - ~ rpcrnienaaee 7:00 A. M. 1:30 & 615 P. ML BETWEEN 
local Trains Leave! tkseettasskeskt cos Brae 


| St. Louis and Kansas City 
Trains Arrive :—Mail and Express, 3:45 p.m.; Atlantic Exp., 4:15 p.m , except Sunday ; Night 


Exp, 9:05 a. m., except Monday; Mendota Passenger, 10:00 a, m.; Aurora I assenger, 8:15 a. m.; Quincy 
Passenger 7: 30 P. M.; Riverside and Hinsdale Accommodation, 6:50 and 9 a. m and 5:30 p. m., except | 15 | eS eI p ween all 
Sunday. 


Ask for Tickets via Chicazo, Burlington & Quine ¥. Railroad, which can be ob- | —— AND — 
tained at all principal offices of connecting roads, and at Company's office in Great Central Depot, Chica 


ROB’T EARRS, Sam L.POWELL, E, A. PARKER, | 29 EE SHORTER TO ST. JOSEPH! 


Gien’l ~~ perintendent, — — ket Agent, Gen, West. Pass. Act., THAN ANY OTHER LINE OUT OF ST. LOUIS. 
HICAGO. CHIGAGO, CHICAGO, 








sae’ Three Through Express Trains Daily ! “@a 








say” PASSENCERS COING WEST! on | ’ . . . 
To Missouri, Kansas, Nebraska, Colorado or New Mexico, Should | ‘Pullman's Celebrated Palace Sleening Cars on all Night Trains ! 


suy 'Dickets via the Short Route ’ ‘ . 
| ee FOR TICKETS, apply at all Railroad Ticket Offices, and see that you get your Tickets 


| via St. Louis and North Missouri Railroad. 
qf R. R LINE | C. N. PRATT, Gen, Eastern Agt., S. H. KNIGHT, Gen. Superintendent, 
a { 111 Dearborn st. CHICAGO. ST. LOUIS. 


: : j JAS. 4 . SSe At oy St. 
Three Express Trains ah Quincy or Macon to St. Joseph, ee ia cae vhost inherent i 0 sn 
ALSO DIRECT—— er 


To Hansas City Pacific Railroad of Missouri. 

















CONNECTIONS ARE CLOSE AND DIRECT FOR 





THE MOSTjDIRECT AND RELIABLE ROUTE FROM ST. LOUIS THROUGH TO 


| 
ATCHISON, WESTON & LEAVENWORTH. KANSAS CITY, LEAVENWORTH & ATCHISON, 


CONNECTIONS: pili inci CHANGE OF CARS! “a 


| 
A'T KANSAS CITY, with Kansas Pacific Railway, for Lawrence, Ottawa, Topeka, Fort Riley | 
Close Connections at KANSAS CITY with Missouri Valley, Missouri River, Ft. Scott & 


Junetion City, Fort Hays, Sheridan, &c. 
AT K — AS © _ with Kansas C ity, Fort Scott, and Galveston Railroad, for Fort Scott, Fort Gib- | Gulf, and Kansas Pacific R’ys, for Weston, St. Joseph, Junction City, Fert Scott, 
| Lawrence, Tepeka, Sheridan, Denver, Fort Union, Santa Fe, and 
| 
| 


ALI POINTS WEST! 


ATs Sir. JOSEPH, with St. Joseph & Council Blufls Railroad, ALL RAIL from St. Joseph to 
ge At SEDALIA, WARRENSBURG and PLEASANT HILL, with Stage Lines for Warsaw, 


Nebraska City, Council Bluffs & Omaha. 
Quincy, Bolivar, Springfield, Clinton, Osceola, Lamar, Carthage, Granby, Neosho, Baxter Springs, Fort 


AT agg ng — Nebraska Union Pacific Railroad, for Fort Kearney, Julesburg, Cheyenne, Lara- 
mi enton c 
AT COUNCIL BLUFES, for Sioux City, all Rail. Gibson, Fort Smith, Van Buren, Fayetteville, Bentonville. 


By this Line, passengers have choice of Ove rland Routes, either via Smoky Till or Platte Route | PALACE SLEEPING CARS on ‘all NIGHT TRAINS. 


To Denve r, Central City, Salt Lake, Sacramento, California and all points inthe Mining Regions. BR = 1 in h 
. a agc 1c ckKe _arou Free! 
Daily Ovorland Coaches via Smoky Hill Route leave Sheridan, end of U,P.R.R,, for Santa Po and New Mexico | czas = 
THROUGH TICKETS for sale at all the Principal Railroad Offices in the United States and Cana 


Through Tickets for Sale at all Ticket Offices, das. Be Sure and Get your Tickets over the PACIFIC R. R. OF MISSOURI. 


P. B. GROAT, Gen. Ticket Agent. GEO. H. NETTLETON, Gen. Supt’ | W. B. HALE, THOS. McKISSOCK 
HENRY STARRING, Gen. Agent, Chicago. Gen, Pass. and Ticket Act, Geveral Superintendent. 
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THREE HOURS IN ADVANCE OF ALL OTHER ‘ROUTES! 


Sixty-One Miles the Shortest Line! Only 2% Hours! 


— FROM — 


CHICAGO TO NEW YORK. 


~~» -—__ —- 


Pittsburgh, Ft.Wayne & Chicago and Pennsylvania Central 


IS THE ONLY ROUTE RUNNING ITS ENTIRE TRAIN THROUGH TO PHILADELPHIA AND NEW YORK, AND THE ONLY ROUTE RUNNING 


THREE DAILY LINES OF PULLMAN’S DAY AND SLEEPING PALACES, 


— FROM CHICAGO TO — 


PITTSBURGH, HARRISBURG, PHILADELPHIA & NEW YORK 


wwiTHovutt CHANGE! ea 


WITH BUT ONE CHANGE TO 


BALTIMORE, PROVIDENCE, NEW HAVEN, 


HARTFORD, SPRINGFIELD, WORCESTER AND BOSTON! 


And the Most Direot Route to Washington City. 























iD t | ‘ Leaves Chicago daily, except Sunday; the entire Train,—Bag 

Trains Leave WEST SIDE UNION DEPOT, corner West Madison and Canal Streets, as follows: | THE FAST EXPRES gage, Day and Palace Cars RUNNING THROUGH fron Ch 

hail Fa B Pacific B ‘i ht k ae a A to = ~- ork Hy Sep tyes — 8 Pittaburgh Sealy  exeept Seacee. This train reaches 

LEAVE: | . | ‘ ¢ ‘ n time to make closxe connection for STON! No other Route 

VAM | a4 sl iy ed =. igat * PrArSe | th jae Now ‘ok makes it! Arrives in BALTIMORE Five Hours, and WASHINGTON Four 

heel pee a pres | 950 150P.Ms.910 * 2.13 A.M Soe => Hours in Advance of Riva! Routes! 
voRt WOU se neta ven cesasevesa 12.40 P.M.} 3.20 “ i. 0 |B. 5.30 ges ® Ze ——— a os 
Li cadehasadhababenhicseahuhanel | 815 * e. , A.M.) 8.10 (We? oS Les Yhicag » , 

] mn jew 255 saves Chicago and F peers daily, for F ate »yhia and 
rif steee eee eeeereeeeeeeeens rod p - | 2 is as 9 SP ~~ a 252 THE PACIFIC EXPRESS New York, with PULLMAN PALACE CARS from 
MANSFIELD... site 7 6.42 — 8. : es eo “ e my 34 Praaes | koe Chicago; leaves Harrisburg for Baltimore daily, except Sunday; has SLEELING Cc ERS from Chi- 
ORRVILLE..... : 905“ 4 a re i = ro - s pcase cago to Pittsburgh, and from Altoona to Philadelphia. This train arrives in BALTIMORE Nine 

LIANG — oe . ma 4 a ei | att Oe | Moars, and W ASHINGLON Sevea Hours, ta Advance of all other Lines! 
PO es 10 45 . 955 “* iB 8.40 3.55 , 
pau tax % [D. 205 P.M.! 12.17A.M.) 10.52“ 6.02“ South q trp. 
( oa “* 13.50 “ 12.45 P.M.js. 7.50 “* | 5.30A Leaves Chic: ag ro daily, except Saturday and Sunday; leaves 
= ao MA La sLE BRANCH 6.05 = [ ae 249 9.54 *“* 723 =“ THE NIGHT EXPRESS Pittsburgh dal ly, except Sunday; leaves Harrisbur, for Bal- 
ae VN | 6.56 =e 3.37“ 10.42 * 8.08 *“* imore daily; has SILVER PALACE CARS on Tue eday, Wednesday and Friday ; COMPARI TMENT 
<7 TO sy ahi a asacbas 7.53 , 2a . oe 11.43 ** 9.04“ CAR on Monday and Chursda wom Chicago to Pailadelphia and New York; has SLEEPING CARS 
AU ARN oi agree one snenwenen ovens 8. 9.05 * B.440 “ js. 5.45 * 12.35 A. M.) |B.10.05  ** from Chicago to Crestline, and from Pittsburgh to New York, Philadelphia and Baltimore This train 
PM cbb+sbhatirehovescasigs | 10.21 sy 1G? tee & 1.45 | ii reaches BALTIMORE Three Hours in Advance of competing Routes! 
. ie = 823 * 2.59 “ | 129.95 P.M. 
8.23 “ 10.45 * 5.20 * jp. 2.50 “ x es = 7 Sere 
3. “P.M. 12.15A.M.) 7.00“ 4.10“ Leaves Chicago daily, except Sunday, stopping at all Stations, and reaching 
DOW NING’ TON SPE ee 5.00 aw ~~“ | a." Boo ™ 5.35 * MAl Urestline the same evening (where passengers can transfer to Day E ee baal 
ARRIVE: | | le : sO HE M xpress,] the next morning, and leaves Pittsburgh daily, except Sunday, SLEEP ING 
PHILADELPHIA. ...=..5<..00 .ccccece 6.30 “ | 1220 « $10 * | 940 % 7.00 CARS from Pittsburgh to Philadelphia. 
NEW YORK, via PRILADELPHIA......| 10.41 * 3.00 648 “ | 100P.M. 1026 “ gepenet een egteieg emg ge ERRRRN TE ERE EOE ET 
Baw TORK, oN EE ern Ba) /Ekaseedansank gg 15 ‘Sane I PITTSBURGH dail ¢ Mond itt 
Al RN ¥ soon, ae 42 9.00 A.M.) 7.00 “+ @AVOS . ay, Sxcept Monday, with 
WAMEEINNEOMN......-0+...0ces-ceckeccestacnyl Se | oo * 10) P.M. 10.00 THE SOUTHERN EXPRES SILVER PALACE CARS to Philadelphia and New 
SPEEE cnn cv nn's c00bseceseccnsessnses O07. 0, GAA. BASE. Bs 80BO le cceccce.ss. York; leaves Harrisourg for Baltimore daily, except Sunday. 








BOSTON AND NEW ENCLAND PASSENCERS will find this Route especially Desirable, as it Cives them an 
opportunity of Seeing the FINEST VIEWS AMONC THE ALLECHANY MOUNTAINS, 


Besides Visiting PITTSBURGH, PHILADELPHIA and NEW YORK, without extra cost! 


All New England Passengers holding Through Tickets, will be Transferred, with their Baggage, to Rail and Boat Connections in 
NEW YORK, WITHOUT CHARGE. 


Close Connections Made at Lima for all Points on the Dayton & Mich. and Cin., Hamilton & Dayton R’ys, 


And at CRESTLINE, for OLEVELAND, ERIE, DUNKIRK, BUFFALO, NIAGARA FALLS, and all Points reached via Lake Shore R. R. 





THROUGH TICKETS FOR SALE AT THE COMPANY’S OFFICES, N.W.COR. RANDOLPH & LASALLE ST., 


65 and 52 Clark St., Cor ‘Randolph and Wells St., (ander the Briggs House,) and at Depot, Chicago; also at Principal Ticket Offices in the West. 
F, R, MYERS, Gen. Pass, and Ticket Agt, P. & F.W.R’y, Chicago, § W.0, CLELAND, Gen. Western Pass, Agt, P, Ft.W. &C, R’y, Chicago, 
T. L. KIMBALL, Gen. Western Pass. Agent, Penn. Central R, R., Chicagn, 


HARRISBURG —_[pugacvert ccratuemes| Broad Ganoe! Double Track! 
CAR MANUFACTURING C0, ation RAILWAY 


Harrisburg, Pennsylvania, 














MANUFACTURE M h F C 
P IC igan af 0, E=zPREass TRAINS DAIIY ! 
assenger, Mail, From Cleveland, Dunkirk and Buffalo, 625 Miles, to New York, WITHOUT CHANGE of Coaches ! 
The Trai f thie Rail ION WITH ALL WESTERN AND 
Baggage, Box, en yee sovle on LINES fon way are run in DIRECT CONNECTIO. 
Gondola, Coal, Elmira, Williamsport, Oswego, Great Bend, Scranton, Newburgh, 


RAILROAD CARS! RAILROAD CARS !\"=™ 208, ALBANY, BOSTON, PROVIDENCE 


New and Improved DRAWING ROOM COACHES are attached to the DAY EXPRESS 
Running THROUGH TO NEW YORK. 


Railroad Car Wheels & Castings, t@ SLEEPING COACHES, Combining all Modern Improvements, 


Bridge & Rolling Mill Castings, 200 Larned Street West, | with pertoct Ventilation and the peculiar arrangements for the comfort of Passengers incident to the 


Bridge Rods, Bolts, ons CONNECTIO NS GERTAIN ERTAIN | as Trains on this Railway will, when necessary, wait from 


* 





oe «¢ MICH. All Trains of Saturday run directly Through to New York. 


—aND— 
DETROIT, - 
RAILROAD FORGINGS ! ; t®” Ask for Tickets via Erie Railway, which can be procured at 66 Clark Street, 


— Chicago, and at all Principal Ticket offices inthe West and Southwest. 
W. T. Hiiprup, Superintendent. 


: , L. D. RUCKER A. J. DAY WM. R. BARR 
Wiitiam Coupan, President, JAS, McMILLAN, Sec. JAS, McGREGOR, Sup't. at New York. Passenger Agent, 








| Western Chicago. | Gen’l Passenger Agent, New York 
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LAKE SHORE 


— AID -— 


MICHIGAN SOUTHERN R.W. 


THE GREAT THROUGH LINE BETWEEN 


CHICAGO, BUFFALO & NEW YORK, 


WITHOUT CHANGE! 
AND THE ONLY RAILWAY 


RUNNING PALACE COACHES THROUGH! 


— BETWEEN — 


CHICAGO & NEW YORK, via BUFFALO 


t= WITHOUT TRANSFER OF PASSENGERS ! -23 


All Trains Stop at Twenty-Second Street to Take and Leave Passengers. 
Baggage Checked at that Station for all Points East. 


A_EXPRESS TRAINS DAILY, (Suniays Bxcepted] Tears 


Carcaao from the New Depot, on Van Buren St., at the head of La Salle Street, as follows 


7:30 A.M, © 


Leaves 221 Street 7:45 A. M. Stops at all Stations. Arrives—Toledo, 6:20 P. M. 











AIL TRAIN. 


VIA OLD ROAD AND AIR LINE, SUNDAYS EXCEPTED. 


eR 


1:04, 4 = = 


SUNDAYS EXCEPTED. 








Leaves—Twenty-Second Street, 11:45 A. MI. Arrives—Elkhart, 2:55 P. M.; Cleveland 10:40 P, 
M.; Buffaid, 4:10 A. M.: New York, 5:30 P.M. ; (Chicago Time) Boston, 11:45 P. M. 


This Train has PALACE SLEEPING COACH Attached, Running 


THROUGH TO ROCHESTER, WITHOUT CHANGE 


IN DIRECT CONNECTION WITH 


Wagner's Celebrated Drawing-Room Coaches on N.Y. Central R.R. 
Only Thirty Hours, Chicago to New York! 


! 


. 





515 P.M, ATLANTIC EXPRESS (Daily), 


VIA OLD ROAD. 


Leave—Twenty-Second Street 5:30 P. Mi. Arrives—Laporte, 8:10 P. M. (Stops 20 minutes 
or Supper): arrives at Toledo, 2:50 A. M.; Cleveland, 7:25 A. M. (20 minutes for Breakfast); arrives at 
Buffalo, 1:50 P. M.; Rochester, 5:10 P. M. (20 minutes for Supper); connects with Sleeping Coach 
running Through from Rochester to Boston Without Change, making but One 
Change between Chicago and Boston, 


NEW AND ELEGANT SLEEPING COACH Attached to this Train, Running 
THROUGH from CHICAGO TO NEW YORK WITHOUT CHANGE! Arrives 
at NEW YORK, 6:40 A. M. 





9:00PM, INTx 


Leaves—Twenty-Second Street, 9:15 P. MI. Arrives—Toledo, 6:00 A. M. (20 minutes for 
Breakfast); arrives at Cleveland, 10:35 A. M.; Buffalo, 5:30 P.M.; New York, 11:00 A. M.; Boston, 
3:50 P. M, 


GHT ExPREsSssS 


VIA AIR LINE. (DAILY EXCEPT SAT. & SUN.) 





KALAMAZOO DIVISION. 


Leave Chicago 11:30 A. M. Arrive at Kalamazoo 6:05 P. M.; 
Grand Rapids, 9:25 P. M. 


Leave Chicago 9:00 P.M. Arrive at Kalamazoo 6:50_A. 
M.; Grand Rapids, 9:40 A. M. 


Elkhart Accommodation Icaves Chicago, 3:30 P.M. Arrives 
at Elkhart, 8:20 P. M. 





(@~ There being no heavy grades to overcome, or mountains to cross, the road bed 
and track being the smoothest and most perfect of any railway in the United States, this Company run 
their trains at a high rate of speed with perfect safety. 


(# Travelers who wish to SAVE TIME and make SURE CONNECTIONS, 


purchase Tickets via 


LAKE SHORE & MICHIGAN SOUTHERN R’Y. 


THE ONLY LINE RUNNING THROUGH BETWEEN CHICAGO AND 
BUFFALO, WITHOUT TRANSFER, and in Direct Connection with NEW YORK 
CENTRAL RAILROAD and ERIE RAILWAY. 


General Ticket Office for Chicago, No. 56 Clark Street. 
CHAS. F. HATCH, F. E. MORSE, 


General Superintendent, CLEyELAND, OHIO General Western Passenger Agent, Cxtoago, 


THE RAILROAD GAZETTE. 
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TWLINOLS CENTRAL RAILROAD, 


PASSENGER TRAINS LEAVE CHICAGO FROM THE GREAT CENTRAL DEPOT, FOOT OF LAKE ST 
ST. LOUIS AND CHICAGO 
TELCROUGEH LIne. 

9:30 A M DAY HXPRESS Sandays Ex, 

* ' 8 Arriving in ST. LOUIS at 10:15 P. M. 
BQ” This Train Reaches St, Louis ONE HOUR & FIFTEEN MINUTES in Advance of any other Route! “jag 


8:30 P, M. HAST LIN HE. Saturdays Excepted, 


Arriving at ST. LOUIS at 8:00 A. M. 











AT ST. LOUIS, Direct Connections are Made FOR 


Jefferson City, Sedalia, Pleasant Hill, Macon, Kansas City, 


LEAVENWORTH, ST. JOSEPH & ATCHISON, 


——Connecting at KANSAS CITY for— 
LAWRENCE, TOPEKA, JUNCTION CITY, SALINA, SHERIDAN, &c. 


CAIRO, MEMPHIS AND NEW ORLEANS LINE. 


9:30 A.M. CALRO | MAIL, | Sundays Excepted. 


Vicksburg 9:30 A. M., New Orleans 11:10 A. M. 


8:30 P, MW, CATRO EXPRESS, Except Saturdays. 


Arriving at Catro 3:15 P. M., Memphis 2:30 A. M., Vicksburg 5:00 P. 
M., New Orleans 1:30 A, M. 


4:45 P. M. CHAMPAIGN PASSENGER 


Arriving at Champaign at 11:15 P. M. 








§ 


t THIs IS THE ONLY DIRECT ROUTE TO 


Humboldt, Corinth, Grand Junction, Little Rock, Selma, Canton, 
Grenada, Columbus, Meridian, Enterprise, 


MEMPHIS, VICKSBURG, NEW ORLEANS & MOBILE. 


At NEW ORLEANS, connections are made for 


GALVESTON, INDIANOLA, 


And all Parts of Texas. 





&®” NOTICE.—This Route is from 100 to 150 MILES SHORTER, and from 
12 to 24 HOURS QUICKER than any other. 





THIS IS ALSO THE ONLY DIRECT ROUTE TO 


DECATUR, TERRE HAUTE, VINCENNES & EVANSVILLE. 








Peoria and Keokuk Line. 
9:30 A.M, KEOKUK PASSENGER, Sun. Exoopted. 


Canton 7:14 P. M., Bushnell 8:59 P. M., Keokuk 11:26 P. M., Warsaw 12:05 A. M. 


Elegant Drawing Room Sleeping Cars 


ATTACHED TO ALL NIGHT TRAINS. 


Spacious and Fine Saloon Cars! 


WITH ALL MODERN IMPROVEMENTS, RUN UPON ALL TRAINS. 








BAGGAGE CHECKED THROUGH TO ALL IMPORTANT POINTS. 


™ For Throngh Tickets, Sleeping Car Berths, Baggage Checks, and information, apply atthe office 
of the Company in the Great Central Depot, foot of Lake St. 


Hyde Park and Oakwoods Train, 


7-LEAVE.— -—ARRIVE.— | LEAVE. -—ARRIVE.— 
HYDE PARK TRAIN,... *6:20A.M. 7.45 A. M. | HYDE PARK TRAIN,.... *3:00P.M. 5:15 P. M. 
HYDE PARK TRAIN... *8:00 A.M. 9.15 A. M.| HYDE PARK TRAIN,....°6:10P.M.  *7:35 P.M, 
HYDE PARK TRAIN,,. *12:10P.M. 1:50 P. M. 


* Sundays Excepted. 
W. P. JOHNSON, Gen. Pass. Agent. 








M. HUGHITT, Gen. Supt. 
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1870. 


Great Central Route !? 


1870. 





SPEED! COMFORT! ! 


SAFETY ! 





MICHIGAN CENTRAL and GREAT WESTERN RAILWAYS! 


The Great Central Route, via Niagara Falls, to 


NEW YORK AND 


NEW ENGLAND. 


Pullman’s Magnificent Palace Drawing-Room Cars, 


— FROM — 


CHICAGO TO NEW YORK CITY, WITHOUT CHANGE. 





ya ft PASSENGER TRAINS LEAVE CHICAGO, DAILY EXCEPT SUNDAY. 
(DEPOT, FOOT OF LAKE STRENRT,) as Follows: 


5:00 A. 


(SUNDAYS EXCEPTED.) 


M. MAIL TRAIN. 


Arrives DETROIT at 5:40 Py M 


Stops at all Stations. 


11°30 An Bee tee tetera ie een St ae hn 


(SUNDAYS EXCEPTED.) London 12:05, A. M. Hamilton 2: Co ‘A 
BOSTON, 11:50 P, Mi. (@ This train connects at ROCHESTER (7:00 A. M.) with 


M.; Toronto 9.20, ‘Suspension Bridge 3:55, Rochester 7:00 A. M.; 


Jackson 8:45, Detroit 7:55, 
Albany, 2:00 P.M; NEW YORK, 6:25, 


Wwaesner’s Magnincent Palace Drawing Room Cars t 
tae- RUNNING THROUGH TO NEW YORK, WITHOUT CHANGE! 443 


5:15 PP. DM Ateed. tact aoe 


(DAILY .) 


ast]; Hamilton 11:40, Suspension Bridge 1:30 P. M.; Rochester 5: 
A MAGNIFIC ext DRAWLNG- ROOM SLEEP ING CakR is attached to this train daily, FROM CHICAGO moO 


Jackson, 1:00 A. M.; 
Albany. 1:30 A. M.; NEW YORK, 6:40 
NEW YORE OITy. 


[Supper]; Kalamazoo, 10:25 P. ms m} ry 8:40, London, 8:35, [Break 
( . M.3 BOSTON, 11:00 A.M, 


The colsteratea 


»@ Hotel Drawing-Room Car is also attached to this Train from Chicago to Rochester! “@ 


GP These, together with ELEGANT DAY CARS TO SUSPENSION BRIDGER, make this Train the favorite Train for all points East. 


SPECIAL NOTICE.—Boston and New England Passengers will please notice that this Train now makes direct connec- 
tion through. A SLEEPING CAR is attached at Rochester at 5.20P. M., running through to Springfield, Mass., thus avoiding 


transfer at Albany. 
Trains up and down the Connecticut. 


9:00 P. 


(SAT. & SUN. EXCEPTED). 
Albany, 6:30 A. M.; NEW YORK, 10:00 A. M.; BOSTON, 3:40 P.M. 


M.,. NIGHT , EXPRESS. 


11:03 P. M.; Niles, 12:25 A. M.; Kalamazoo, 2:00 


Breakfast at Springfield. This Train reaches Springfield early enough second morning to Connect with all 


Marshall, 3:12; Jackson, 4:25; Grand Trunk Junction, 7:00; Detroit, 7:30; Lon- 


don, 1:45 P. M.; Hamilton, 4:35; Toronto, 9:35 ; Niagara Falls, 6:15 ; Baitalo, 715 P. M,; Rochester, 9:10; Syracuse, 12:25 A. M.; Rome, 1:55; Utica, 2:25 ; 


PULLMAN’S PALACE SLEEPING CARS ARE ATTACHED TO THIS TRAIN FROM CHICACO TO DETROIT, 


And from Suspension Bridge to New York. 


WE INVITE THE ATTENTION OF THE TRAVELER to the SPLENDID EQUIPMENTS of this FIRST-CLASS LINE T0 THE EAST ! 


tw FOR THROUGH TICKETS, and any and all information, a 
Great Central Depot; also at No. 60 Clark street, under Sherman House; at 
53 Clark street, and at office under Briggs House. 


H. E. SARGENT, Gen. oayt. S C.R.R. 


CHICAGO, INDIANAPOLIS & LOUISVILLE 


THROUGH LINE! 


Via 


MICHIGAN CENTRAL RAILROAD. 


THE ONLY ROUTE TO 


TO LOUISVILLE, WITHOUT CHANGE OF CARS. 


TWO EXPRESS TRAINS Leave Chicago Depot, Foot of Lake as Follows: 


Q; 00 A. M MORNING EXPRESS. 
ay ot * LaFayette, 2:25 P. M.; Indianapolis, 6:00 P. M.; Louisville, 


(Excerpt Sunpar.) 


4:30 P. a 


(Excert Saturpar.) 





AFTERNOON EXPRESS. 


me City 6:20 P. * Supper]; LaFayette, ne P. M. 
Indianapolis, 2:15 oA ; Louisvill 0 ee ol icaatviite, 4.00 P. M. 


A GOOD SLEEPING CAR is Attached to this Train Every Night, 


And goes from Chicago to Louisville WITHOUT CHANGE! 


we SPECIAL oA OTICE. 





€.—This Train stops at Michigan City for Sup- 
r, and waits at that tral Atlantic Express East, leaving Chicago at 4:45 

‘assengers going Sou and wishing ee as much time in Chicago as possible, can take the 4:45 p. m. ti 
phe Atlantic Express, and connect without fail at oe with above Thro Louisville 


pasengee ae HE GREAT ! BRIDGE ACROSS THE OHIO at Louisville being wade 
Ticket los Be TICKETS, via this line, apply at offices of connecting lines and at all 


HENRY C. WENTWORTH, Cen. Pass. Agent. 


Car accommodations, &c., app Vy 
rand Trunk Railway Office, 


W. K. MUIR, Gen. ones. Gt. Western R. W. 





at General Office in Tremont House Block, at office in 
lark street, or at New York Central Railroad Office, No. 


seman C, WENTWORTH, Gen. Fass, Agt. 


Michigan Central R. R. 


LOCAL CONNECTIONS: 


Chicago & Michigan Lake Shore Railroad. 


Open from New Buffalo to St. Joseph, Mich. 
5:00 A. M. anp 4:30 P. M. Trains from Chicago Connect at New Buffalo. 


Kalamazoo, Allegan & Grand Rapids R. R. 


Open te Grand Rapids. 
Trains from Chicago Connect at Kalamazoo. 


Peninsular Railroad of Michigan. 


Open to Charlotte. 
-M. Trains from Chicago Connect at Battle Creek. 


Jackson, Lansing & Saginaw Railroad. 


Open to Bay City, Mich. Passing through Lansing and Saginaw. 
5:00 A.M. anp 9:00 P. M. 








11:30 A. M. anp 9:00 P. M. 





5:00 A. M. anv 9:00 P. M. 





Trains from Chicago Connect at Jackson. 


GRAND TRUNK RAILWAY. 


All Michigan Central Trains Connect at Grand Trunk Junction 
— — 


SARNIA, TORONTO, MONTREAL, 


PORTLAND, BOSTON, BUFFALO, OGDENSBURG 


AND ALL POINTS EAST. 


H, E. SARCENT, General Superintendent. 
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WHAT IS SAID OF THE RAIL- 
ROAD GAZETTE: 


“‘Has been for thirteen yearsa live, energetic 
railroad newspaper, and has fought ifs way up 
among its many: competitors for the favor of the 
railroad public, os in strength and rising in 
importance year y year, until to-day it stands sec- 
ond to no journal of that an ieames class in the 
United States "—Peoria Daily Transcript. 


‘\ A very neat publication inpoint of a 
and, as it always has been, is now a reliable, inter- 
esting and accurate journal. ae Raa | in its va- 
rious departments. r scissors have 
peep ae ‘y= colamns 2 many & ‘ime and oft and oft,” 
and always W grat: ng resuits. — 
mercial Advertiser . 


rance, 


“The news is very full, the discussions are con- 
ducted in good temper and with excellent infor- 
mation. To judge trom this first number, the con- 
ductors of the GazeTTE know what “ railroading om 
is, and what a = gal weekly journal should be.” 
—New York 


‘*One of our most valuable exchanges. * * * 
Its columns teem th reliable information of 


great benefit to railroad men of ev section of 
the United States.”—Leavenworth n. 
‘* Emphatically a journal of transportation, and 


contains every conceivable item of news on the 
subject of railroads, steamboats, ee ex- 
press companies, etc.” — Flint (Mach) a 


‘*Fall of information, scientific and general, 
with regard to railroads all over the country, their 
yee operation, etc.”—Rochesier Caroni- 
cle. 


“ For railroad men and others wishing to keep 
themselves thoroughly posted on railroad matters 
= know of no better paper.” — Madison State Jour- 
n 


“A most valuable thing to the engineer and all 
railway men, the capitalist, traveler, mechanic 
and general reader.”-—Brooklyn (N. ¥.) Argus. 


** As it devotes much attention to Southern rail- 


road and industrial interests, it is always interest- 
ing to Southern readers.” *— Galveston 

“ Has cnweye,) been one of the best, , Papers of the 
country for railroad intelligence,” —. York 
Commercial and Financial Chronicle. 


“In every respect a worthy representative of the 
energetic and go-ahead city where it is published.” 
— Cincinnati Railroad Record. 


‘* Every man who is at all interested in railroads 
would do well to ~ 7 the Gazsrrs.”—Jackson- 
ville (1U.) Independent 


“*Of great interest to railroad men, and almost 
OTs soso eee 80 — who use railroads.”— Marshall 
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THE RAILROAD GAZETTE. 


A Journal of Transportation. 


Devoted to the Discussion of Subjects Connected with the Busi- 


ness of Transportation, and the Dissemination 
of Railroad News. 


Illustrated Descriptions of Engineering Works and Railroad Machinery and Rolling Stock. 
Contributions from Practical Railroad Men, on the Business of Railroading. 





A Complete Record of Railroad News. 


NEW ORGANIZATIONS. 
PROGRESS OF NEW ROADS. 
ELECTIONS AND APPOINTMENTS. 
RAILROAD LAW. 


ENGINEERING AND MECHANIC: 

TRAFFIC 

LAKE AND RIVER NAVIGATION, 
RAILROAD MANUFACTURES. 


AND EARNINGS. 


The Cream of the American and European Technical Periodicals. 


An Impartial and Independent Journal, Valuable to Every Railroad Man. 


TERMS OF SUBSCRIPTION : 


Single copy, per annum,......... 0... eseeeeeee $3.00 | Seven copies, per annum, and one to the per- 
Four copies, per annum,,..............eeeseee. 11.00| son who gets up the club...........--+++++- $20 


CANADA SUBSCRIBERS, twenty-five cents additional. 
Extra Corrgs, ordered by the quantity, will be furnished at $5.00 per hundred. 
SIna@LE Cortss, ten cents each. 


ADVERTISING BaTEs will be made known on application. 


WHAT IS SAID OF THE RAIL. 
ROAD GAZETTE: 


“ Has alwi age tes — aan of the most valuable = 
lications in t Is 

to continue its Psins — the | leadt railroad journal 
of the country.”’—Sedalia ( Mo.) 


se publication of great value to every one in- 
terested in railroads and railroading, and its scien- 
tific articles are of great value to every scholar,”’— 
Oshkosh ( Wis.) Northwestern 


“Tn ite financial and commercial views in con- 
nection with the railroad interests of the country, 
may be regarded as one of the first nite of the 
United States.”— Pensacola Observer. 


‘It will compare favorably with 7 similar pub- 
lication, not only in New York or Boston, but in 





London or on the Continent.”’ —Woulapen (iu.) Ga- 
gette. 
“It appears to be in man 


features the best 
journal ofits class now extant.” —New York Official 


Railway News. 


** Animpartial and ame journal, valuable 
to prety railroad man. kersburg (W. Va.) 


“It must Rowe a very valuable paper to stock- 
holders and those who are interested in railroads,” 
—New York Gi 


» Cacgononaiy the bey? up - in the 
United states -) Patriot 


“The best informed railwa ee newspaper publish- 
ed in the West.”—Aurora (1l.) 


“A well-edited paper, Gowke BS industry and in- 
telligence.”"—American Ratlway Times. 

* Well worthy the patronage of all intelligent 
railroad men.”—Kalamazoo Gazette. 


“ Replete with matters a - a with railroad- 
ing.’’ - Holmesburg (Pa.) Gazette 


‘* We regard it as the best railroad paper out.””— 
Peoria National Democrat. 


‘* Equal in appearance to any technical journal 
of America.”’"— Atchison Patriot. 


“ Every Ky man ‘waned the GazetTs.”— 
Bloomington (ll.) Leader 


“A complete ee of railroad news.”— 
Harrisburg (Pa.) Pat 


“The best journal of its class in the United 
States.”—LaUrosse Leader. 


** Promising much for the fature.”"—Detrott Com- 
mercial Advertiser. 


“ A model of what a railroad newspaper should 
be.” — Chicago Tribune 


* nancth excellent jonraa for railroad men.”’—Man- 
kato (Minn.) R 








re Makes a very handsome ogame appensenee and and is full Address— A. N. K a. iceman “ Or great interest to railroad men.”— Delaware 
JACOB R. SHIPHERD & C0, NEWS DEALERS |R0N BRIDGES, PIVOT BRIDGES KELLOGG, CLARKE & c0., 

155 and 157 LaSalle Street, ES: Turn Tapies. |bifiltets & IM Bridge Builder, 

ae F.C, LOWTHORP, |e" Baga 
RAILWAY BANKERS THE ° Al {RO AD ( LETTE, Civil Rngineer, P atentee & Builder, Circulars, plans and prices sent on application. 

ééduhine temas — wn.sraresmrer, | CEWER PIPE, DRAIN TILE, 
Ad Local Bonds issued in Ata; The Western News Company ae, 4s. orek.& Fire Brick, 

Make adgoneen: s cet Unfinishea sc a F. E. Canda, THE JOLIRT MOUND 00, 





“THR RAILROAD TICKET PRINTING HOUSE.” 
Rand, McNally & Co., 


(TRIBUNE JOB OFFICE,] 
THE LEADING 


PRINTERS, STATIONERS, 


ENGRAVERS, 
— AND — 
Blank Book Manufacturers 
IN THE WEST. 


Railroad Printing and Stationery 
a Specialty. 


Conseeutively Numbered Railroad Tickets, 
Ticket Gases, Conductors’ Punches, 


DATING PRESSES, CANCELING STAMPS, 
Ero., Erc., Etc 


49, 51 and 53 Clark Street, 


CHICAGO. 





Established 1852. 


CLEVELAND FILE WORKS 
CLEVELAND, OHIO. 

All descriptions of Files Manufactured and Re- 
cut. Also, dealers in Best English Cast Tool 
Steel. Orders solicited and satisfaction guaran- 
teed. JOHN PARKIN, Prop’r. 











BRIDGE BUILDER 


—AND— 


GENERAL CONTRACTOR. 


No. 28.Clark St, 
CHICAGO, - - ILLINOIS. 


AMERICAN BUILDER, 


AND JOURNAL OF ART. 
CHICAGO, 


A Paper ror Everysopy. 


Every Architect, Builder and Mechanic 
Should have It. 


contain the best and most original 
ly illustrated; and adapted for general 





. H. A. RUST, 


Boyington & Rust, 
BRIDGE BUILDERS, 


—— AND —— 


CONTRACTORS. 


Nos. 2 and 8 Andrews Building 
157 LASALLE ST.. CHICAGO. 


L, 0. BOYINGTON. 


Its 
designs, 
use. 

The original articles that appear in each number 


of THE BUILDER, together with its Original and 
Beautiful Designs for 


Cottages and Residences, 
make it worth many times its subscription price. 
TERMS :—$3.00 per Year. 
Address 
CHAS. D. LAKEY, 
115 mene 8t., ne 


BLISS, TILLOTSON & C0, 


Manufacturers and Dealers in 


TELEGRAPH MACHINERY 


— AND — 











Builders of Iron, Combination and Howe Truss 
Railroad and Highway Bridges, Roofs 
and Engine Turning Tables. 


AKRON CEMENT. 


Thi 
SUPPLIES | oe ee. 


a Say OFFICE AND WAREHOUSE: 


247 South Water Street, SS MARKET ST., CHICAGO. 


CHICAGO, s.. 20 Central Wharf, Buffalo. 




















L, @, TILLOTSON & 00., N. ¥.| G@ H. BLISS, CHICAGO: pubes pe ae Railroads, and Bridge 





Joliet, Will Co., Dlinois, 


Office and Yard in Chicago, 
Cer. Washington & Market Streets. 
@ Orders and inquiries promptly attended to. 
JOLIET MOUND CO. 


ANDREW CARNEGIE, Taos. M.CARNEGIE, 
PRESIDENT. VICE-PRESIDENT. 
ANDREW K1LomaN, GEN. SuP’t. 


THE UNION RON MILLS, 


Of PITTSBURGH, Pa. 





Sole Manufacturers, under our own Patents, of 


IMPROVED “I” BEAMS, 
CHANNEL BARS, 
Best Quality of 


LOCOMOTIVE & CAR AXLES, 


(“ KLOMAN ™ Brand.) 
“* Linville & Piper’s Patent ’’ 
Round and Octagonal HOLLOW 
WROUGHT IRON POSTS, 


—aND— 
“Upset” BRIDGE LINKS 


GENERAL WESTERN OFFICE: 

No. 13 Fullerton Block, Dearborn-St., 

CHICAGO, ILLINOIS. 

spt of Pipe Tron, Merchant Bar, Horgings, Ham: 

s of Pi ron, Me t am- 
a and Rolled Locomotive tive and Car Alea, fom 

the very bestiron. 8S Bars (or Fish Plates, te 
of Iron and 


suit all Patterns 
“I” Beams, Girder Iron, Channel Iron, &c. 








WALTER KATTE, Western Agent. 


